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Bacon’s Hoisting Engine. 





The engraving of this machine represents its construction so 

clearly that but little description is required. The boiler, as 
will be seen, is of the usual vertical form. There are two 
hoisting drums driven by a double “trunk” engine, the latter 
patented by Mr. Bacon. Either of the drums can be used inde- 
pendently of the other, and are thrown in and out of gear by 
the levers shown in theengraving. Power is communicated to 
the drums by « gear wheel, which is connected with the former 
by a friction clutch. This clutch and also the brake straps— 
shown in the engraving—are operated by the two levers repre- 
sented on the right of the winding ap- 
paratus. These levers serve to throw 
the drums in gear, reverse their motion, 
and also to apply the brakes. The en- 
gines are therefore very easily operated, 
and can be used to drive two pile-driv- 
ing hammers or two derricks at the same 
time. The whole arrangement is very 
compact and well adapted for the work 
for which it is intended. 
- These machines are built by the Speed- 
well Iron Works, of which Mr. Earle C. 
Bacon, of No. 36 Courtlandt street, New 
York, is the agent. 
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Regulating Freight Tariffs by Law. 





[A paper read before the Civil Engineers’ 
Club of the Northwest, April 14, 1878, by 
Robert Harris, General Superintendent of 
the Chicago, Burlington & Quincy Rail- 
road. ] 





The power that the possession of 
wealth gives is so tempting to most men 
that their utmost efforts will always be 
given to the acquisition of it, and what- 
ever tends the most to this end will be 
sought. The monopoly of a necessary 
article is one of the most speedy means 
to that end, and it may therefore be 
expected that, as long as men are men, 
they will seek to get control of such 
articles. Society, so far as laws. indi- 
cate its views, admits thatfrom this am- 
bition good comes in the main, and 
hence the patent laws, stimulating ef- 
fort by the hope of gain, as it is 
thought thaia mere desire to help sc- 
ciety in its onward march would not; 
and through these laws the results of 
thought and sagacity are secured to 
those who have been able to devise 
useful things, and valuable only because 
they are useful. 

From the prominence that has been 
given to the subject by its discussion in 
the newspapers, 1t might well be thought 
that the monopoly of transportation is 
the most important of all monopolies, 
and the one tbat society is suffering 
from the mos',and that every one is so 
interested in transportation by steam 
that it is of the utmcst importance so 
necessary a thing should not be under 
the control of any individual, unrestrict- 
ed power. Perhaps it is the liability to 
its abuse, rather than the fact of abuse 
heretofore, about which thoughtful men 
are the most exercised. 

In the fourth annual report of the 
Railroad. Commissioners of Massachu- 
setts, they say, in their report on the resolution instruct- 
ing them to consider the subject of regulating fares and 
freights by law, and report in favor ofa bill or otherwise— 
after stating some of the difficulties they experience in deter- 

“mining upon a bill—“ entertaining these views as the result of 
their investigations, the Commissioners have not thought it 
expedient to report any bill or form of law,” in which it would 
be apparent that they themselves entertained little confidence. 
If, therefore, in this discussion I should not suggest any com- 
plete solution of the difficulties, you should not be surprised. 

In the outset, when railroads were untried, Massachusetts 
and New Hampshire provided, in a measure, against the undue 
and oppressive exercise of the power necessarily inherent in 
the system, by limiting the net earnings to 10 per cent. per 
annum, by prescribing that the State might, at its option, take 
the roads, paying its owners 10 per cent. per annum from the 
beginning. In Illinois this restriction was omitted. 

Waiving a discussion of the legal and constitutional charac- 
ter, it will be agreed that the State, through its proper channel, 
invited the investment of capital in railroads with a promise 

* that the charges should only be limited by common-law princi- 
ples. It is maintained by some on the part of the railroads that 
the roads are authorized by their charters, which are unavoid- 

‘able under the provisions of the Constitution of the United 

* States, to charge whatever the board of directorg in their dis- 


‘| reasonableness. I think it will hardly be claimed that a rail- 


cretion may see fit to prescribe. It is now generally conceded 
that the exercise of this discretion must be characterized by 


road company has the equitable right to charge rates that 
would givethe owners 100 per cent. per annum, although it 
may have a legal right to do so. 

The claim made by those who speak for the farmers, that 
the roads are built for the good of the people who do not con- 
tribute to their construction, and not at all for the good of the 
people who do contribute, it seems to mo is not tenable. Why 
does not the same principle apply between those who have built 
a railroad and those who wish to use it, as between one who has 
built a house and one who wishes to use it, to wit : if it cannot 
be used at the price at which the owner can afford to build and 
maintain it, do not use it. 

If an article is offered to one at a price at which he cannot 
afford not to use it, certainly there can be no proper ground 
of complaint as long as the party furnishing it is not receiving 








an unreasonably large return upon his capital andlabor. This 
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BACON’S HOISTING ENGINE, 


simple rule it seems to me gives the mostj solid and reliable 
ground cn which to rest this question. 

Watered stock is a modern invention that does not much 
credit to the age. Skill in the use of argument and logic may 
build up ingenious theories in its support, but Ido not think 
any argument or logic can establish the correctness of this 
practice. The utmost that can be made out is that the fran- 
chise, or bare permission to build a road, or the fact that large 
gains can be made before another competitor can be created, is 
very valuable ; but why should the capital stock ever represent 
anything except what is of permanent value? If the construc- 
tion of another road may lessen the value of the franchise, 
why should that value be represented in the permanent capital ? 
Who ever heard of the value of the franchises of the Boston & 
Worcester, Western, Boston & Lowell, or Boston & Providence 
roads being represented in their capital stock. Mr. Adams has 
so fully shown this up in his article in the North American 
Review as to leave nothing more to be said about it. 

If a railroad is constructed in the most economical manner 
practicable, and is operated in the most careful and efficient 
manner practicable, developing by every means in its power 
the business served by the line, and those who have occasion 
to use it can better afford to use it at charges that will leave a 
not unreasonable return upon the investment than not use it at 














| all, is not the owner of the property entitled by all conceivable 


ruies of justice between one man and another to such reason- 
able return ? 


I think there would not be any complaint on the part of the 
owners of the roads if the State should limit it to 10 per cent. 
from the beginning, although they might reasonably in my 
judgment claim that it was an infringement on the original 
bargain. Nor, probably, would the owners complain if the 
State should provide that the burden of the support of the road 
should be as equitably divided on its business as circum- 
stances might admit, provided this were done under the prin- 
ciples of common law, to be determined like all other common- 
jaw questions through the courts, which are the constitutional 
means for determining such questions. It is quite as much of 
a fiction that legislatures can do no harm as that’the King can 
dono harm. It is not necessary that the .Legislature should 
know anything whatever as to the facts and conditions which 
determine the reasonableness or unreasonableness of a thing in 
making a law. If a railroad were built from here to the moon 
for $1,000,000,000, and only one passenger per year.had occa- 
sion to go, and the interest account on 
the $1,000,000,000 were $100,000,000 and 
the cost of operating $100,000,000, and 
he could not go by any other means for 
lees than $200,000,000, it might not be 
unreasonable for the owner to charge 
the passenger $200,000,000, although his 
trip would be worth nothing to him 
after he got there. That would be a 
matter for the passenger himself to de- 
termine and not the carrier. 

The position taken by some on the 
part of the farmers, that there is a wil- 
lingness to divide, and when the far- 
mer’s condition is prosperous the rail- 
roads should partake of the prosperity, 
and when not that they shall divide, 
does not harmonize with the common 
and generally accepted principles per- 
tainingto common carriers. In the first 
place there is not, in fact, a willingness 
to divide with the owners of the rail- 
roads the results of the system. 


The wealth of the country, directly 
consequent upon the construction of 
railroads, is enormous, vastly beyond 
the cost of the roads, and these results 
it is not intended shall be divided; nor 
isit proper thyt they should. The ap- 
plication of steam to transportation by 
railroad belongs to the human race, and 
not to any class, and the human race is 
partaking of its benefits. 


The services of a common carrier are 
a first lien upon everything carried, and 
there is a philosophy why this should 
beso. A producer can get nothing for 
his produce until it is exchanged—un- 
til it is presented in market; and hence 
the expense of getting it to market is 
necessarily the first debt to be paid; 
aad, in the case of a railroad, the inter- 
est on the necessary investment is a 
part of the expense. A teamster on be- 
ing employed to teain an article does 
: not take into account the financial con- 
- dition of the applicant for his services, 
or the value of the article to be carried, 
but only considers the expense and cost 
it will be to him to do the work, and 
= charges according to that work. Is 
there not a reason why a railroad com- 
mon carrier shall do the same? Whether 
the shipper has bought his land at a 
high or a low rate is nothing to the 
railroad carrier. They are not consult- 
ed, and, perhaps, if they were, they 
would sometimes advise that the value 
of the land is estimated on a wrong 
basis. Nor is the carrier consulted as 
to what is the most profitable article 
to produce. 

In fixing the price at which work 
shall be done without any consideration of the cost of 
doing the work, it will be admitted by all an injustice 
would be done, and the practical outcome will cause 
irretrievable wrong, for the reason that, in having the 
charges, and hence the income, limited, the railroad com- 
pany might, and in the case of the application of the present 
law would, find the net earnings insufficient to meet the inter- 
est on its bonds, in which case the State, through the other 
arm of its government, the judiciary, would take the property 
from the owners and deliver it to its creditors—the same pro- 
cess to be continued as long as the Legislature continues to fix 
priées without any proper reference to the conditions. 

The railroad companies of the State have borrowed money, 
agreeing to pay interest, relying upon the promise of the State 
that, if the property should be so useful that the people could 
not afford to use it at the prices established by them, they 
might charge enough for the services to pay the expenses of 
doing the work, and enough more to give them the means of 
paying the interest on the debt, In the nature of things they 
cannot charge more than what the work can be done for. in 
some other way. Is it reasonable for the people to use the 
road and decline to pay as much as it is worth to them, when 
those who have invested their means in the creation of the road 
are not receiving a reasonable return upon their investment? 

The Constitution requires the Legislature to prescribe reg, 
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sonable maximum rates. Would a maximum rate that would 
not leave net enough to pay a return upon the investment be 
reasonable? And would it not properly come within the prov- 
ince of the judiciary to set aside the legislative provision if the 
maximum rate shall not be enough to give a reasonable return 
upon the investment ? 

As it is impossible to determine in advance what rate, as ap- 
plied to any particular road, will afford a reasonable return 
upon the capital, would not the Legislature be justified, under 
the Constitution, in fixing 10 per cont. or some other reasona- 
ble amouut per annum as the extreme that railroads may rea- 
sonably earn, leaving the manner of determining the particular 
rates for each article and each locality to tho railroad manage- 
ment, subject to common law principles ? 

If the Legislature will leave a margin within which the rail- 
road companies can earn a reasonable return for their invest- 
ment, the railroad companies might have no occasion to com- 
plain, although in the application of the law different localities or 
different interests might suffer. The correction of difficulties, 
as between localities and interests, the railroad companies 
could well leave to those portions of the community affected by 
the law ; and in time these would correct themselves. 

The law at present in force, and most laws that have been 
submitted to the Legislature, prohibit the transportation of 
the products of other States across the State of Illinois at less 
proportionate rates than the transportation of the products of 
Illinois is done, notwithstanding such reduced rates may still 
leave a profit, and are absolutely forced upon the railroad com- 
panies by conditions over which neither the railroad companies 
themselves nor the State of Illinois have any possible power or 
jurisdiction. If acommon carrier ‘might at his option team 
across the State of Illinois the products of Iowa, at a loss, if he 
saw fit, why may not a railroad common carrier transport the 
products of Iowa across Illinois, provided it does not tax the 
people of Illinois for the privilege of doing it? 

If the State, in exercising its right of eminent domain, should 
purchase the railroads in the State, or any one of them, would 
it not be bound in equity to pay the owners such a sum as it 
would cost to create the property? And would it not, in case 
it owned the roads, be bound to charge for its services enough 
to pay the cost of maintenance and the interest upon the cost 
of the roads, the same exactly as it does in the case of the 
canals? ; 








Great Western, of Canada. 





£ The following report of the directors is made for the half- 
year ending with January : 
The receipts on capital account during the half-year to 31st 
January, 1873, amounted to £323,336, arising as follows : 
Five per cent. preference stock, in full of final irstallment...£43,021 
Six per cent. bonds in full of issue....................eeeeeee 250,000 
8,300 reserved ordinary shares sold..... ................ ..-.. 170,159 
Shares issued on conversion of preference stock during 
the half-year at the rate of five shares for every £100 
stock : 
= pag converted into 4,736 shares of £20 10s. 
eac 


Des ee eT re asta cek ss <q5n ORS 
Less preference stock canceled on conveision....... 94°720— 2,368 


142,203 
RNR a acta tc tats ena Be acstinain acu £323,336 
The total ery to capital account amounted on 31st Janu- 
1873, to £6,896,693. 
he charges to capital account during the half-year amouat- 
ed to £634,664; of this sum the Engineer’s report shows an ex- 
penditure for roadway, sidings, station buildings, &c., and a 
proportion of the cost of steel rails laid in the track, amounting 
altogether to £54,782. There has been further expended on 
capital account for land purchased at Detroit for new freight 
warehouse, land for new car shops and additional sidings at 
London, &c., £5,950; also for additional equipment as stated 
in the Mechanical Superintendent’s report—for locomotives, 
£100,734; for cars, £97,548: for the Giencoe loop line, £362,- 
987; and for new car ferry-boat, £4,419. The total expenditure 
to 3ist January, 1873, amounted to £6,788,335, leaving a balance 
at credit of capital account of £108,358. 
The receipts and expenditure on revenue account for the 
half year have been as follows : 


Oem ee ewer ee eeee reer esses eee esse eseeeereseesseeeesseeees 





Ni coos nate add hatdnciiantiensnecicnsacenees £595,839 
Working expenses, including renewals andall charges. ... 376,513 
ate “£219,326 
From which is deducted— 
OE Oe I oss... c dice dciccscccsccecss £37,535 
Discount and charges on conversion of American 
currency ...... PROESSSEOSS  Seegacescuccececsese 33,182 
Amount set aside for renewal of ferry eteamers.. 3,000 
Alteration of gauge account................ ceeeee 9,100= 82,881 
; £136,509 
Add profit on working Galt & Guelph............ 1,903 
Balance of interest account..................0..0. 2,319= 4,223 
£140,732 
Add surplus from last half year .................c..000 eeeee 1,485 


Amount available for dividend ...... .................. £142 218 
The dividend for the half year on the 5 per cent. preference 
stock amounts to £5,302, and from the balance the directors 
recommend a dividend on the ordinary shares at the rate of 6 
per cent. per annum, payable in London on 22d of April, which 
will absorb £133,534, leaving £3,381 to be carried forward to the 
next half year. 

The aggregate revenue receipts (exclusive of those of the 
Galt & Guelph, the Wellington, Grey & Bruce, and the London 
& Port Stanley} exhibit a gross increase of £68,490, which con- 
sists of— 


In way passenger traffic...... Pdtebsasesessvncesnccnnesescnes 213,166 
Fag IN ain alk sonscuciionnssndsnesscescnee 14,552 
Way freight and live-stock traffic.................-...cceeee 


Through freight and live-stock traftic 
Mails and express freight 


ee es 





“£68,490 
The way or local business amounted to 41.35 per cent. of the 
whole earnings of the line, as compared with 42.56 per cent. 


in the co nding half year. The through trafiic repre- 
feemy — cent., against 57.44 per cent. Freight rates, 
0 


I h ahd local, have not et ee from those 
in force last half year. The earnings have been seriously dimin- 
ished by reason of the ice blockade in the Detroit River, which 
existed more or less for two months, preventing the regular 
transport of the through business, and much interfering with 
the local traffic. During the past winter there have been at 


times no Jess than 1,200 to 1,500 cars on each side of the river 
delayed twelve or fifteen days awaiting ferriage. In order to 
mitigate this difficulty in the future another car ferry boat is in 
course of construction, which will be available for the next 
winter’s traftic. 

The receipts and peg 4 


I working expenses per train mile 
for seven corresponding ha 


years are as follows : 
Gross earnings Working exp. 
per train mile. per train —_ 
ls 3. 7364. 


Half year ending 3ist Jan. 1867........... 93. 9d. 43. 7369 
“ te “ a 9 7% 4 &% 
7” ™ MEN essaseend 9 0% 4 334 
- ” ” ae 8 Ts 4 9% 
bt si bi RR ree 79 4 6% 
we " 6 ee 8 0% 48 
“ “ POR ican scevack 710 4 934 


The great increase in expenses, and consequent decrease in 
net earnings, is attributable to two causes—the extraordinary 
severity of the weather during this winter, which has equally 
affected all the railways in this section of the country, and the 
a‘lvance in wages and in the price of stores and supplies which 
has affected Canadian as it has English railways. Tho increase 
in wages alone.in the departments connected with working the 
railway has amounted to no less than £24,127, or an advance of 
22 per cent. in excess of the corresponding half'year. The ac- 
cumulation of ice inthe Detroit River augmented the ferriage 
expenses to the extent of £7,057, or 97 per cent. above the 
similar expenditure in the corresponding period. 

The following table exhibits the receipts and expenses for 
seven corresponding half years: 


Half-year ending Receipts. Expenses. Percent. 
es Si rekccescanesssece £331,513 £166,632 50.26 
- Sree 400,812 193,666 48.31 
a ae 423,311 209,752 49.55 
= ncadgesccadascsnce 424,182 243,379 57.37 
~ DEE siencces enceces . 444,348 267,481 60.19 
* errr 527 351 313,636 £9.47 
sa A rere 595,89 376,512 63.1 


The discount and charges on the conversion of American 
currency for the half year amounted to £33,182, as compared 
with £27,818 in the corresponding half year. The conversions 
were made at an average of 113.7, the average price of gold for 
the half year being 1133. Following the system commenced 
last half year, there has been charged to the half year’s reve- 
nue the estimated loss on the balance of American funds in 
hand to January 31, 1873, although unconverted at that date. 

‘The ferry steamers’ renewal fund has been credited with the 
usual half-yearly amount and accrued interest, and after debit- 
ing the cost of constructing the car ferry steamer ‘ Transit,” 
pg By a balance at the credit of the account amounting to 
£16,412, 

The sum of £9,100, being the same half-yearly amount as 
heretofore, has been charge against revenue toward defraying 
the cost of change of gauge, the account for which now stands 
as follows : 

Total cost chargeable to ‘‘ change ef gauge account’’......... £88,139 
—— against revenue during two years of January 31, 


SPOR R ee ewe eens Bee eeeerereeees 


Remaining yet to be charged..............ceeccessccccses £51 1739 


Therefore, the annual sum of £18,200 applied over the next 
three years will more than suffice to meet the total cost in the 
five years, as originally estimated. It has been found neces- 
sary, in consequence of the ae supply of narrow-gauge 
rolling stock, to defer removing the third or outer line of ‘rails 
between London and Hamilton until the spring, the pressure 
of the winter’s business requiring the use of the broad-gauge 
locomotives on*that portion of the line. 

The charges for repairs and renewals of rolling stock have 
been continued at the fixed mileage rate as in the two previous 
half years. There bas, therefore, been charged £11,422 for lo- 
comotive repairs and £3,271 for car repairs more than the 
amount expended, leaving a balance at credit of locomotive re- 
newal fund, with accrued interest, at 3lst January, £20,096; 


539 | and at car renewal fund, £8,764; making a total of £28,860 


standing at the credit of a suspense account for reconstruction 
and renewal of engines and cars at January, 1873. 

As shown in the Engineer’s report, the main line is now laid 
with 154 miles of steel rails, leaving 75 miles of iron to be re- 
placed by steel this year. It will be seen that the effect of the 
use of steel rails is beginning to have a sensible influence upon 
the expenditure of this department. The first steel rails laid 
down three years ago on the heavy gradients are still wearing 
satisfactorily, whereas the iron rails formerly used on the Cope- 
ps incline failed before they had been twelve months in the 
track. 

The pressure of the through traffic during the past six 
months has entirely overtaxed the utmost resources of the rail- 
way. The gross earnings of the main line during the half year 
have amouuted to $11,165 per mile of railway. Some relief will 
be derived from the loop line, which was partially opened at the 
end of February last ; but to enable this additional traffic to be 
economically and expeditiously carried, it will be necessary to 
double the existing main line from Windsor, its western ter- 
minus, to its junction with the loop line at Glencoe, a distance 
of 80 miles—to lay down additional siding accommodation, and 
to provide further equipment of rolling stock for use on the 
whole system. . 

The ordinary general meeting of shareholders will be made 
special, at which the directors will ask for power to raise addi- 
tional capital to the estimated amount of £1,000,000, for the 
purpose of doubling the western portion of the line ; to provide 
a further increase of rolling stock, and for other works rendered 
necessary for the future expected increase of traffic. 

The Wellington, Grey & Bruce is now im operation, and 
worked by this company from Gueiph to Southampton on Lake 
Huron, a distance of 102} miles. The same working agree- 
ment has been entered juto for the South Bruce Division of 
that line, from Palmerston to Kincardine, which is also a port 
on Lake Huron. This line will be 67 lines in length, and is ex- 


=' pected to be completed in the ensuing season. The inter- 


changed traflic derived from the Wellington, Grey & Bruce has 
increased the Great Western main line earnings by £12,349, and 
the traffic brought on to the Galt & Guelph has resulted in a 
profit on the working of that line of £1,903. 

A line of railway under the title of the London, Huron & 
Bruce is in course of construction, commencing near London 
on the Great Western main line, and extending to Wingham, a 
station on the Wellington, Grey & Bruce, a distance of about 
70 miles. An arrangement has been proposed to this company 
to work the line, when completed, at 70 per cent. of its gross 
earnings, and to appropriate a sum equal to 20 per cent. of the 
traflic mterchanged between the two companies, to be applied 
to the acquirement of the bonds of the London, Huron & 
Bruce at par—the issue of which is limited by their charter to 
$12,00u per mile. The directors recommend this for adoption. 

Since the issue of the last report, many difliculties have 
arisen in the prosccution of the drainage tunnel under the 
Detroit River, which was being undertaken at the joint ex- 
pense of thre Michigan Central & Great Western. Should these 
difficulties prove to be insurmountable, it will be necessary to 
consider the alternative of the construction of a bridge by the 
two companies, which it is estimated can be built at a less cost 
and with less delay than the tunnel. It is of the most vital im- 
portance to insure an unbroken through communication during 
winter with the Western States. 


‘The directors are glad to report continued unanimity to exist 
with the American railways in connection with this company ; 





and it has been bone aye ouceet with the Michigan Central 
that an adequate supply of rolling stock is to be provided by 





both companies, in order more efficiently to carry out the one- 
purse system forthe division of through traffic under the ten 
years’ agreement. i 

The last half-year’s report mentioned that an arrangemen 
had been negotiated with the Grand Trunk concerning the 
joint proprietorship of the International Bridge at Buffalo, in 
course of construction. The board have now to report that the 
Grand Trunk board declined to seal the agreement drawn = 
by their own solicitor, without a preliminary payment of £20, 
by this company, which the directors having then no power to 
—_ the Grand Trunk withdrew from the proposed agree- 
ment, 

The receipts and ae of the Detroit & Milwaukee 
railroad have been as follows for the year ending December 31, 
1872: Receipts, £283,891; expenses, taxes, etc., £193,037; bal- 
ance to meet interest on bonds, £90,754. Unfortunately the en- 
tire stoppage of the through traffic, owing to the harbors of 
Milwaukee and Grand Haven being frozen up during the past 
winter, has seriously impaired the earnings of the company ; 
but as this is a state of circumstances very rarely experienced, 
it should not be regarded as a permanent weakness of the com- 
pany. 








Sontributions. 


Method of Setting Slope Stakes. 








ELKuHorN, Wis., April 10, 1873. 
To THE EpiToR OF THE RAILROAD GAZETTE : 

Perhaps the following method of setting slope stakes may be 
new to some of your readers, and it is certainly much simpler 
than the very common way of working the ground heights and 
figuring slope-stake distances for every observation, as many do, 

First, let us prepare two tables of slope-stake distances, cor- 
responding to every tenth of a foot of cut or fill; ifin bank 
with a 14 feet road-bed, the grade distance will be 7.00 feet ; for 
one-tenth fill, 7.15, and so on, adding 0.15 for each tenth in 
vertical height. 

These tables should be carried far enough to include all ordi- 
nary cuts and fills, and may either be copied in the end of the 
cross-section book, or put on a sheet of stiff paper to carry in 
the book. 

Then suppose that at station (for instance) 400 we find the 
height of instrument to be 334.00, and the grade to be 330.00— 
the line of sight is evidently 4.00 feet above the level of grade— 
then a rod-reading of 5.00 will indicate a fill of 1.00, a reading 
of 3,00 a cut of 1.00, and soon. Let the rodman hold up at the 
point where it is estimated the slope stake will come, holding 
the end of the tape, while the man at the center notes the dis- 
tance out. The cut or fill is readily obtained by noting the 
difference between the rod reading and the reading for grade ; 
then look in the table for that cut or fill—it the actual distance 
agrees with the table distance, the rod stands where the slope 
stake should be; if not try another place and again compare: 
till the cut or fill and distance agree. 

Before going into the field, it is well to have the grade calcu- 
lated for every station and carried on loose sheets, which can 
be kept in the book with an elastic band. This saves a little 
time, and, what is better, prevents mistakes in adding or sub- 
tracting grades in the field, the grand peint in field-work being 
to save time and insure accuracy in every possible way. 

On some roads it is customary to take observations at the 
points corresponding to the half-width of road-bed, for conve- 
nience in obtaining end areas and more closely approximating 
to the shape of the ground. 





Then, with a base of 18 feet, and with slopes of 14 to 1, we 
have: 








area of ABC = cox es 
a "4.8) 9 
area of BCGH = e + ) 


and similarly for the other side. To shortenthe work and to 
avoid fractions, omit the division by 2 till the final sum has 
been obtained. If the ground be very irregular, intermediate 
observations may be required, when this latter method be- 
comes inapplicable, and it is best to calculate the figure as a 
series of trapezoids, subtracting thetwo corner triangles from 
the sum, as described by “‘E. B. G.,” in your issue of March 29, 
F. E. P. 








Management of Railroad Motive Power. 





To THE Eprror oF THE RAILROAD GAZETTE: 

Seeing the great improvement in the management of the 
machinery department of Northern railroads that has been 
made in the last few years, and seeing that most of the South- 
ern roads still persist in the ‘‘old fogy” system, I will give a 
sketch of the machinery department of both localities, that our 
railroad managers May see some of the evils that exist on our 
roads. On Northern roads the master mechanic, on taking 
charge of the machinery department, appoints foremen for 
each workshop under his supervision, and holds each of them 
responsible for all work done in his department. On the arrival 
of each engine, the engineer reports such repairs as he thinks 
necessary, the foreman of each department examines these 
reports and attends to the work. The master mechanic will 
not allow one foreman to interfere with another’s work. Doing 
business in this manner is the cause of the large reduction of 
expenses in their machinery departments. Then the foreman 
uses every means in his power to keep down expenses in his 
shop. You may visit one of these shops in working hours, and 
you seldom will find the master mechanic in his office, 
but will find him in some of his workshops, seeing 
that the work is. done in a proper manner and 
that each foreman is doing hig duty, Should any work 
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man ask him any question about work that he is 
doing, he always will get a civil answer; should he see any de- 
fective work, he goes to the foreman of the shop and holds 
him responsible, and, if he proves incompetent, he is removed 
and a competent man appointed for the position. By the mas- 
ter mechanic’s pursuing this course, the officers of the road 
become acquainted with the faithful and energetic foreman and 
appreciate his services. Let me take you now to a Southern 
railroad work-shop. As a general rule, as soon as the master 
mechanic receives his appointment, he appoints some machin- 
ist general foreman over all the shops, and the foremen of the 
different shops receive all orders from him. Now what does 
this man know about selecting iron fora blacksmith shop, 
foundry or boiler shop, lumber for carpenter work, etc.? He 
will dictate to the foremen about the system in managing their 
shops, how their work must be done; also give directions to 
each foreman, who knows that work must be done according to 
his orders. In some cases I have known foremen of the differ- 
ent shops to go to the master mechanic and protest against 
this one-foreman principle, and inform him tuat to carry out 
the orders of his general foreman would double the expenses 
of their shops. What was his reply? ‘I care not what it 
costs ; I am determined to bring the shops all under one head, 
aud the orders of the general foreman shall be obeyed.” 

Iagree with him that all the shops should be under one 
head, and that is the opinion of Northern railroad officials ; but 
that head shouid be a master mechanic, and he should give all 
orders to the different foremen and see that they ars obeyed. 
If the Southern roads would abandon the one-foreman principle, 
it would make a large reduction in the expenses of the ma- 
chinery department. I have no doubt that if the Southern 
railroad managers would summon the foremen of their diff-rent 
work-shops before them aud investigate the one-foreman 
‘principle, and learn the great evil arising from it, and also the 
useless expenses incurred, they soon would adopt the plan of 
the Northern roads in managing their workshops, and puta 
‘stop to this one-foreman humbug. 

There are a few master mechanics in the South who are ex- 
ceptions to this rule. Proaress., 








Train Dispatching and the Saxton Accident. 





Quincy Station, March 20, 1873. 
To THE EpIToR oF THE RAILROAD GAZETTE: 

The inclosed slip is correct in the main, but I send the fol- 
lowing explanation of time-card and telegraph rules, as I see 
you appear to be interested mm train dispatching : 

No. 12 is due to leave St. Joseph at 8 p.m., but did not get 
ready to leave until about 1 a. m. 

No. 7 is due to arrive at St. Joseph at 1:20 a. m., but was run- 
ning 35 minutes behind card time against No. 12. 

According to the inclosed Rule 16, No. 12 had no right to 
leave St. Joseph until 1:20 plus 35 minutes = 1:55 a. m. 

But if the order was given as reported in the papers, which I 
have not yet heard contradicted, it certainly would leave the 
impression upon the mind of the person reading that No. 12 
should run to Saxton to meet No. 7; or, in other words, it was 
a kind of trap to catch the unwary. I do not suppose, however, 
that it was so intended. 

I have been employed in the running department of railroads 
for several years, and have noticed that in nine out of ten cases, 
when a set of train men are anxious ‘‘ get orders” against an- 
other train, they ‘are nervous, excited, or hurried, and are 
liable to fall into an error which at other times they would 
readily avoid. Cuar.Es BeurGAN. 





[The above letter and inclosuresshould have appeared 
earlier, but were mislaid. The slip inclosed contains a 
telezram to the St. Louis Globe, dated March 19, the 
material part of which, with corrections made by Mr. 
Beurgan, reads as folluws:] 


“This morning, at about 1:45, freight and stock trains Nos. 
7 and 12, drawn by engiues Nos. 56 and 62, on the Hannibal & 
St. Joseph Raitroad, collided about three miles this side of St. 
-Joseph, killing Eogineer Joseph Proctor and Brakeman Frank 
Dye, and severely injuring Fireman P. Dailey. 

*'The collision was caused by the miscoastruction of a tele- 
graph order from the train dispatcher. A dispatch was sent to 
the conductor of No. 12, at St. Joseph, not to leave Saxton, the 
first station from St. Joseph, until No. 7, going west, had ar- 
rived. This was taken as authority to rua to Saxton and there 
wait. In the meautime No. 7 came up and left Saxtou on time, 
-and when within three miles of St. Joe the trains mot at a sharp 
‘curve, running at a speed of fifteen miles an hour, with the 
above fatal result. 

“Tue persons killed all belonged to the train going west, and 
‘it is supposed that they, being oa the outside of the curve, did 
not kuow of the danger wotil the coll sion took place. Those 
in charge of the train going east couid see across the curve, 
and, being warned of the danger, saved them:elves by jump- 
ing off. 

** The two locomotives were so interlaced and dove-tailed to- 
gether that they were drawn back to St. Jue without any other 
coupling.” 


|The following are the rules of the road referred to by 
Mr. Beurgan :] 


**15. Five minutes must be aliewed for possible difference’ in 
watches, and (rains of all classes will allow this five minutes at 
meeting points, and atall stations until the expected train is 
met and passed. This is not to be used by either train. 

“16. Trains approaching Brookfield, from either way, have 
a right to the track over trains of the sam> class, aud such 
train will wait only five minutes at appointed place of meeting 
for an expected train, and then proceed, keeping five minutes 
behind card time uatii the delayed train is met and passed. 
Trains going from Brookfield, either way, must wait for trains 
of same class at expected place of meeting thirty minutes, in ad- 
dition to the five minutes, for safety, when. if expected traiu has 
not arrived, they may proceed, keeping thirty-tive minutes be- 
hind card time in all places until the delayed train is met and 
— When trains approaching Brookfield from either way 

ecome more thau thirty mivutes late, they will lose their rights 

Asagalustapproaching trains, and must be kept entirely ont of 

he way, unless moved by ‘Train Dispateber. ‘Traing ou Kansas 
Va thy 





City & Cameron Railroad approaching Cameron will be consid- 
ered as approachiug Broukteld. 

“17. Trains are classed as follows as to 

‘First-class trains : Nob. 1, 2, 3, 4, 5 an 

“Freight and irregular trains—second class. 

“Trains of an inferior class will wait indefinitely for trains of 
& superior class, and will be kept entirely out of their way. 
“Special Instructions in Regard to Moving Trains by Telegraph. 

‘*33. The Train Dispatcher on duty will have full power to run 
any train or engine by telegraph that he may think proper ; 
but trains on time, or within their thirty minutes, if entitled to 
track for thirty minutes under card rules, will keep on their 
course, unless arrested by telegraphic order. No wild or extra 


train or engine must ran upon the road without his knowledge 
and instructions.” 


priority of the road : 
d 6. 








Elevations for Vertical Curves. 





No, 117 ELEVENTH STREET, 
PHILADELPHIA, April 21, 1873. 
To Tae Eprror oF THE Rartroap GAZETTE: 

I see lately in the Gazetre some formule for getting at 
proper elevations on vertical curves. I thiuk for all practical 
application the following is sufficient, and certainly it is plain 
enough. . 

Say you approach a summit at a grade of one foot per station 
on right, and at 1.4 feeton left. Toround off the summit, from 
say 4 stations on either side, you would be, on right, 4 feet be- 
low summit at P. C., and 5.6 feet on left. Now drawa chord 
from P. C. to P. T., and, as all distances are measured norizon- 
tally (not with your chain at an incline to fit ground), the chord 
is 800 feet long, and at the centre will be at an elevation haif 
way between elevations at P.C. and P. T. Then take half dia- 
tance from centre of chord to grade (on inciiue) at summit, 
for top of curve (at center). This will leave as much more 
from top of curve to summit grade. Divide this by number of 
statious squared for departure from grade on incline for grades 
oncurve at first station; four times this for second station; 
nine times for third; 16 times for fourth—always squaring 
number of station from point at starting to topof curve from 
either end, 

Say your grade elevation on right at P. C. is 200; station 1 = 
201, 2 = 202, 3 = 203, 4= 204. On left, 198.4; station 1.— 
199.8; 2 = 2012; 3 = 202.6; 4 = 204.0. 

Center of chord would be 198.4 + 200 = 398.4 + 2 = 199.2, 
Summit = 204. 204—199.2 = 48; half of 48 = 24 = dis- 
tance from summit to top of center of curve, with four stations 
on either side. Then 2.4 + 4? = .15. 


1st station on right = 201 — .15 = 200.85 
2a vs ” =22 — 60 = Wi.4 
3d ia - =205 — 1.35 = 251.65 
ia * = =20! —2.4 = 2016 
ist station on left =199.8— .15 = 199.65 
2d 6 es = Wi.2— .60 = 20)6 
3d = ~ = 202.6 — LF5 = 261.25 
e—, * = = 204 --2.4 = 2wW16 


This rounds off the summit, and, as there is no occasion for 
other than horizontal or level measuring, is correct. 


a. Ws 
The Richmond Switch Accident. 











To THE Eprror OF THE RAILROAD GAZETTE : 

The newspaper reports of the accident to the Stonington 
train are generally correct. The bridge was undoubtedly safe, 
except in the contingency that occurred. 

One New York paper says: ‘*It was an accident.” ‘‘ We do 
not mean that no conceivable foresight and care could have 
averted it.” A very simple foresight could and would have pre- 
vented it, viz.: having a watchman, 

It is not a dangerous thiug ititself to builda bridge, but I 
have always understood that it was dangerous to build a bridge 
below a dam, for the dam is a piece of property that the rail- 
road cannot control. 

I think that locating the bridge below a gravel dam that 
flooded 50 acres was a mistake—unless the dam was built after 
the road was located—and running over that bridge was like 
blasting, not actionable in itself, but actionable when damage 
occurs, in which case the blaster has to prove that he exer- 
cised due diligence to protect property and life. N. 








The Loughridge Air Brake. 


Baxtmorg, April 19, 1873. 
To THE EptTor OF THE RAILROAD GAZETTE : 

My attention was called to an article relating to my invention 
for car brakes in your issue of April 5, page 144. I write for 
the purpose of thanking you for the notice, and particularly 
for the closing paragraph or criticism, in which you say I have 
to run the trein one-half mile before I have effective braking 
power. It affords me pleasure to confitm your statement, with 
the trains now running with my brake; but, when that half 
mile is reached, the balance of the trip is made with inlallible 
certainty, as has been proven in eleven months’ constant use 
ot my brake. The advantages of a certain and reliable pump 
are of infinite value in air brakes, and it will give a better 
average result to run the first half mile with the brakemen on 
the platform for that distance than to start with full pressure 
of air and often have the pump fail on the trip. I take pleas- 
ure, however, in assuring you that Ido not contemplate for a 
moment running out from the starting point or stations with- 
out full braking power. It is very easy with tight reservoirs 
to fill them when tho engines come into the home stations, 
and hold the air over for a month if nggded; or a local pump 
can be uaed at the round house to fill the reservoirs by simply 
haying branch gas pipes run to each pit. There are also other 
ways of accomplishing the same end. 

T have had a long practical experience in the application of 
brakes by the engincer to an entire train, and I am convinced 
that through my efforts the great problem has been solved. 


they be for passengers or freight: I am fully convinced of the 
feasibility of both. 

T will be pleased to discuss the subject in all its bearings 
with my competitors, and cheerfully accept all fair criticisms 
asa kinduess. Railway companies can only in the end adopt 
and use the best brake. Personal influences may for a time 
prevail, but the invention that effects the greatest security to 
human life gnd property must supersede all others. To deter- 
miue the best brake will require on your part, as the represeut- 
ative of a great interest (the press), as well as on the part of 
railway officers and others, careful scrutiny and experiment, 
Individual interests must be sacrificed fur a great public goo4, 
Car brakes are the only practical means of destroying or :athcr 
diverting the momentum inherent to all running trains. Upon 
their effectiveness, in every emergency, depends the safety of 
those who travel on railways. No honest supervision or 
inventor will attempt to force a brake ov railway trains when 
he is convinced it is not the best. 

Witt1am LovuGurince. 





Railroad Legislation in “New Jersey- 





The following acts relating to railroads were. pass.d by the 
Legislature of New Jersey at its revént sexsiou : 

Relative to the Hackensack & New York Railroad Company 
and the Hackensack & New York Extension Railroad Company, 

A further supplement to act to incorporate the Moumouth 
County Agricuitural Railroad Company, anprove d 1867. 

Supplement to act to incorporate the Treaty Isiaud Bridge, 
Railroad & Ferry Company. 

A further supplemeut to act to ireorporate the Camden & 
Philadelphia Steamboat Ferry Company of 1836. 

A further supplement tv an act to tucorporate the Manchester 
& Camden Railway Company of 1868. 

To validate a certain agreement between the Central Railroad 
Company of New Jersey, and the Delaware, Lachawauua & 
Western Railway Company. 

Supplement to act to incorporate the Long Branch & Sea- 
shore Ruilroad Company of 1863. 

Supplement to act to incorporate the Camden & Atlantic Rail- 
road Company of 1852. 

Further supplement to act to incorporate the New Jersey Mid- 
land Railway Company. 

'‘{o incorporate tue Delaware Shore Riilroad Company. 

Relative to the sale of unclaimed freight transported upon 
railroad, canal and express lines in this State. 

Supplement to act to incorporate the Allentown Railroad 
Company. 

Supplement to act to incorporate the Red Bank & Rumsen 
Neck Raiiroad Company, approved 1870. 

To enable the Watchung Railway Company, the Montclair 
Railway Company, the Hudson Connecting Railway Company 
and the New Jersey Midiand Railway Company to consolidate 
their stock, or connect with other companies. 

A turther supplement to act to incorporate the Ridgefield 
Paik Railroad Company, approved 1867. 

To enable the Ridgetield Park Railroad Company of New Jer- 
sey, and the Rockiand Central Railroad Company of New York, 
to consolidate their stock or connect with other companies. 

To incorporate the New Brunswick & Elizabeth Railroad 
Company. 

To provide for the construction of draw bridges by railroads 
and other private or public corporations, over the river Passaic, 
between the counties of Hudgon and Essex. 

To provide for the construction of a draw bridge by railroad 
or other private corporations, over the river Hackensack, in the 
county of Hudson. 

To incorporate the South Mountain & Boston Railroad Com- 


any. 

To incorporate the New Egypt & Whitings Railroad Company. 

Relative to the New Jersey Southern Railroad. 

To consolidate the New Jersey Tube Transportation Company 
and the Continental Railway Company. 

To incorporate the North & South Jersey Railway Company, 

be provide for the extensiop of the Caldwell & Millbaru rail- 
road. 

To authorize the Thomas Iron Company to construct a rail- 
road from their iron mines in Sussex to the Ogden Mine Rail- 
road, 

To incorporate the Highland Railroad Company. 

Further supplement to incorporate the Chester Railroad 
Company. , 

An act to validate and confirm a certain lease and contract 
between the companies now known as the * United New Jersey 
Railroad and Canal Company” and “The Pennsylvania Rail- 
road Company.” ; . : 

Supplement to act to incorporate Saddle River Railroad 
Company. e ; 

Supplement to act incorporating Woodstown & Mantua Rail- 
road Company. . : ] 

An act to authorize the formation of Railroad Corporations 
and to regulate the same (general railroad law). ; 

A supplement to the charter of the Easton & Amboy Railroad 
Company. 

Further supplement to act to incorporate the Morris & Essex 
Railroad Company. : Sips 

Act to establish just rules for the taxation of railroad cor- 
porations, and to induce their acceptance aud uniform adoption, 

Supplement to act to incorporate the Pequest & Walkill Rail- 
road Company. A 

Supplement. to act to incorporate the Lodi Branch Railroad 
Company. 

An act concerning reports and taxes of railroad and canal 
companies in this State. : ‘ 

Seppement, te - ae the formation of railroad 

ompavies and regulate the same. ; 
z Supplement to net to incorporate the Tuckerton & Atlantic 
Railroad Company. 

To repeal an act better to secure the safety of travelers on 
sulvendis : 

Further ————_ toact toincorporate Jersey City & Ber- 
gen Railroad Company. Ha elas ; 

Supplement to act to prevent injuries by fire from locomotive 
engines, and to provide for compensition therefor. 








Railroad Manufactures. ' 
The Harrisburg Car Mavufacturing Company, at Harria- 
burg, Pa., 1s now filling orlera for stock cars for the New 
York Central & Hadson River road ; gndolas for the Peunsyl- 
vania Railroad; iron tank oil cars for the Union Tank Line, aud 
eight-wheel iron-bottom coal ep cars for wor] venaueapes 
1 Company. Twelve cars per day are turved Out. : 
~~ oe a Car Works. at West Bergen, N. J., are bnild- 
ing 15 passeuger cars fur the New York & Oswego Midland 
road. ‘The works have just completed 22 cars for P. ‘I. Bar- 
*g show, 
Mr W. H. Herrick has purchase 30 acres of land at Oawe- 
go, N. Y., having a front of 400 feet on the Delaware, Lacka- 
wanna & Western and 800 feet on the Lake Outario Shore road, 
and 18 preparing to put up shops large euough to build 10 box 
cars per week. 





My purpose is to perfegt the system sa that thiere shall not 
remain @ sjngle want jn controlling railway s-ains, whether 
‘ t »| t @ o> ay 


ar manufacturing company, with a capital of $200,000, 
on organized at Hannibal, Mo,, recently, Tyo name ot phe 
gompany is the Haunibal Car Werks, 
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Editorial Announcements. 





Removals,—The Chicago office of the RatLRoaAD GazETTE has been 
removed to No. Tt Jackson street, opposite Third avenue. 

The New York office of the Ratuzwoap Gazerre will be at Room 131, 
No. 73 Broudway, opposite the upper elevator landing, on and ajter 
April 14, 





d, 





Corresp ce.— We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint- 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to iiform the 
public concerning the progress of new lines, and are always glad*to 
receive news of them. 

Articles.— We desire articies relating to railroads, and, if acceptable, 
will pay liberaly for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especial’y desired. 





Advertisements.— We wish it distinctly understood that we wil: 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THB ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 30 
fully in our advertising columns, but tt is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 








THE COMING CONVENTIONS. 





The announcements which have already been pub- 
lished in several preceding numbers of the GazeTrsE, and 
which will be found in another column of this, will indi- 
cate to our readers the time for holding the meetings of 
the four leading associations organized for discussing 
and investigating subjects relating to the construction, 
management and operation of railroads and railroad 
machinery. The first of these in order of time is the 
annual convention of The American Railway Master Me- 
chanics’ Association, which will meet this year in Balti- 
more, beginning on the 13th of May. As the proceedings 
of this society have been published in full in the GAzeTTr 
for the past two years, most of our readers are familiar 
with their character and aims. As it is a law of the uni- 
verse that nothing can remain stationary, those interested 
in the aims and objects which bring master mechanics 
from every part of this and adjoining countries together, 
should remember that their proceedings will inevitably 
undergo a process of dvelopmént from year to yexr, and 
that in so doing they must either improve or retrograde. 
The Jaw that ‘‘the fittest to live surviye” applies to so- 
cieties as well as to the animal kingdom ; but if this prin- 
ciple were formulated into a law applicable to social 
bodies, it might perhaps be more accurately stated by say- 
ing that “only those which are fit to live survive.’’ If, 
thercfore, the development referred to be ina downward 
direction instead of upward, the Association will soon be 
doomed by the inexorable law which public opinion is 
sure to enforce. 

We have taken occasion heretofore to point out that 
the vitality of this society is dependent almost entirely 
upon the value of the proceedings, and however much 
there may be about the meetings to make them agree- 
able, the public, and especially that portion of the public 
which directs and controls our railroads, will estimate 
the value of: these assemblages entirely from the printed 
proceedings, gafter the convention has adjourned. It 
would be manifestly unjust to argue that because these 
meetings are occasions of social and to some extent con- 
vivial enjoyment, therefore they serve no other useful 
purpose. Jt is quite true that ynder the cclor of hospi- 





tality some things have been done which had better been 
left undone, and that one of the greatest dangers which 
threatens the Association is the dispensation of hospital- 
ity for purely selfish purposes by those who have goods 
to sell or contracts to secure. Like spiders, they spin 
their webs in dark places, in the hope of catching flies 
unawares. The Association has more to fear from those 
who turn their apartments into bar-rooms during the ses- 
sion of the convention than from any other one cause, 
and we trust that the practice will hereafter be regarded 
by members as a reason for avoiding having business inter- 
course with any person, firm or corporation whose agents 
thus intrude their hospitality (?) in this cffensive form, 
Although we believe that the extent of this evil has been 
very much overestimated and exaggerated by those who 
are unfriendly to the Association, yet it is desirable to 
state it as strorgly as possible and to enlist an active and 
unrelenting opposition to it from the members them- 
selves. We trust the Committee of Arrangements will 
take steps to guard against it, and thus protect the ssciety 
from charges whic., although to a great extent unde- 
served, nevertheless have been an injury to it. 

In saying this much we have endeavored to speak as 
plainly as possible, because we know that some master 
mechanics have been and are still deterred from uniting 
with tle Association or attending its meetings because of 
the disrepute and scandal which some of these practices 
have given occasion for. Quite recently a master me- 
chanic of a leading road, whose knowledge and experi- 
ence would have made him a valuable member, remarked 
to the writer that he had intended to be present at 
the last conyenticn, but that just previous to the 
meeting he had received an elaborately engraved and 
scented card announcing that Messrs. X—— & Y—, 
dealers, say in jack-screws, would be “ at home” to their 
friends in Parlor No. — at the House during the 
session of the convention. Tie purpose of this invita- 
tion wasso obvious that our friend was disgusted and 
staid away from the meeting. There are others who have 
done and are doing the same thing. His conclusion, al- 
though quite natural, was we believe unjust to the Asso- 
ciation, as it is obviously impossible for it to prevent 
those who are thus minded from sending out scented in- 
vitations. What is needed is, first.. to have the evils 
which such practices work pointed out; secondly, to array 
the Association in opposition to them ; and, thirdly, to 
show that it is not responsible for them. At the last annual 
meeting, with but one exception we believe, those present 
regarded the wishes of the majority of the members, and 
thus silenced scandal, which has been somewhat active in 
dcerying the objects of these meetings. If, therefore, 
any persons whose interests should lead them to be pres- 
ent are prevented from doing so by the vague and often 
untrue reports which are current, they will be doing 
themselves injustice, and witholding their support from 
an Association which is doing more than anything else to 
spread information and increase the usefulness of those 
engaged in superintending the machinery of our railroads. 
Members should do allin their power to induce those 
who have stood aloof to attend the meetings. 

That the Association is doing some very excellent 
work, that 1t is increasing knowledge among the mem- 
bers, no one who has ever attended its meetings can 
doubt. There are of course those who sneer, and among 
them we are told some superintendents, who are unwill- 
ing that their master mechanics should attead the meet- 
ings. If in this way they think they are consulting the 
true interests of the companies they represent, we believe 
they are very much mistaken, and if they have a baser 
motive there is nothing more to be said, excepting that 
the roads over which they preside need new superintend- 
ents; and if a master mechanic cannot be trusted to con- 
duct himself at such times without danger of doing dis- 
honor to himself and his employers, then he is not 
worthy of his position. In a business so vast and com- 
plica‘ed as the machinery department of many roads 
has become, sound knowledge has very great 
pecuniary value, and when a corporation has an oppor- 
tunity of availing itself of the experience of all the 
members of an Association like that of the master me- 
chanics, it is very blind if it refuses to do so, and selfish 
if it does not bear its portion of the expense of such an 
Association. If their proceedings have any value, it is, 
we think, equally evident that the company should pay 
the expenses which its master mechanic incurs while at- 
tending the meetings, which, we learn, some have de- 
clined to do. 

There now seems to be every promise that there will be 
avery full attendance at the coming meeting. Whether the 
reports will be as carefully prepared as last year, it is of 
course now impossible to say. There has been much 
neglect in sending in replies to circulars, and we urge 
those who have not already done so to doit at once. It 
is net yet too late, and if forwarded at once they will still 
be of much service to the committees. The fact of not 
knowivg anything about the matter inquired into is not 





sufficient reason for neglecting a reply. In searching for 
truth it is a useful step to take to determine what we do 
not know; and a frank answer to a question, admitting 
ignorance, has at least a negative value to a committee. 
The range of subjects for discussion this year embraces 
some much more abstruse than any which have been pre 
sented at the previous meetings, and it would not be re- 
markable if the members, and committees, too, found 
that they knew but little about them. The subjects are 
likely to take a higher range each year, and if no other 
good purpose were served than merely to call the atten. 
tion of those who attend to these subjects, and set them 
thinking about them, the meeting would serve a good 
purpose. The subjects to be reported on and 
discussed this year are: 1, Locomotive Boiler 
Corstruction; 2, The Operation and Management 
of Locomotive Boilers, including the Purification of 
Water; 8, The Comparative Value of Anthracite Coal, 
Bituminous Coal and Wood for Generating Steam in Lo. 
comotives; 4, The Construction, Operation and Cost of 
Maintaining C-ntinuous Train Brakes;,5, The Relative 
Cost of Operating Roads of Gauges of 3 feet 6 inches or 
less, and those of the Ordinary 4 feet 84 inches Gauge; 
6, The Construction and Operation of Solid-end Connect - 
ing Rods for Locomotives; 7, Resistance of Trains on 
Straight and Curved Tracks, and on Wide and Narrow? 
Gauge Roads and with Four and Six-wheeled Trucks, and 
with long and short Wheel-base; 8, The Efficiency of Check 
or Safety Chains on Engine, Tender ana Car Trucks in 
Lessening the Danger Resulting from Running off the 
Track ; 9, The Machinery for Removing Snow from the 
Track ; 10, The Machinery and Appliances for Supply- 
ing Fuel and Water to Locomotiyes; 11, The Machinery 
and Appliances for Removing Wrecks and Erecting 
Bridges; 12, The Best Form and Proportion of Axles for 
Cars and Locomotives, also whether there is anything to 
be Gained by the Use of Compound Axles and Loose 
Wheels ; 18, Anti-Friction Valves and Valve Gearing ; 
14, Compression Brakes ; 15, Steel Tires. 

These subjects afford a sufficient field for discussion to 
occupy all the available time which can be given for the 
purpose. There will obviously be no time for desultory 
talk, and all should aim to supply information and to 
economize time in communicating it. The same is true 
of the reports, which should all be made as short as pos- 
sible. After they are written the committees would do 
well to revise them, and sce that they contain no super- 
filuous words or sentences or ideas. The shorter they arcs 
without excluding any valuable matter, the more useful 
they will be. 

In some of the reports of last year the circular of in- 
quiry issued by the committee has been omitted. This, 
we believe, should always be printed with the report, as 
it will indicate the direction in which the inquiries of the 
committees were made; and in fact a question wisely 
asked is almost as great an aid in acquiring knowledge as 
the answer itself. 

The amount of business which is likely to come before 
the convention this year will make it necessary to ap- 
point an Executive Committe>, or to. make some other 
similar provision, to relieve the society from a press of 
mere routine business. There is nothing more tedious 
and fatal to the interest of the members than to hear let- 
ter after letter, or one motion after another made, which 
has often but little interest to any one excepting the 
whiter of the letter or the mover of the resolution. Such 
business can usually be acted upon much more quickly 
and wisely by acommittee than by the Association. 

At all of the preceding meetings, the rooms selected 
were all of them very objectionable on account of the 
noise, which made it difficult at times to heareven the 
most distinct speaker. Under such circumstances, even 
with the closest attention, much is lost and interest 
flags. We trust, therefore, that the committee who have 
charge of this matter will bear it in mind, and endeavor 
to secure a room free from the objections referred to. 
There should also be a blackboard provided on the plat- 
form, to enable speakers to illustrate the subjects under 
discussion. 

Atall of the preceding meetings there has been a con- 
siderable number of inventors and other persons with 
‘ideas ” to present to the notice of those who attend the 
meetings. This, instead of being an objection, is, we 
beliéve, an advantage to the members of the Association. 
Ihe attention of the latter has been secured by casual 
interviews at the hotels and elsewhere, as accident or 
opportunity offered. No recognition has been made of 
them by the Society, and the result has been that 


they have made the kind of exertions to 
secure a hearing to which we _ have referred, 
and which has worked so much evil to the 


good name of the Association. That itis an advantage 
instead of an evil to have manufacturers and others pres- 
ent at these meetings, we believe most of the members 
are agreed, and therefore there should be an opportunity 





afforded them to present their ‘‘ideas” and show their 
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inventions. la order tu do so, and also to furnish an op- RAILROAD EARNINGS FOR MARCH, 1873. 
portunity for social intercourse between the members x : . [eowtngs. 
themselves and with the residents of the place where the Mileage. Increase, | Earnings. = a | per mile. 
meetings are held, it was proposed that an evening should Name or Roap. a Se fac. Dec lcent.| re eeRg 
be set apart, and a suitable room be procured, and that 1873. | 1872. | Miles.| P.c. | 1873. 1872. « 1872. 
all who have anything valuable to show or who are inter- I- a oe pas ersr 
ested in the objects and aims of the Master Mechanics’ | {tlantic & Great Western........... -..-.. 2) Si | S| See) oe 
Association, should be invited to be present. Music | Burlington, Cedar Rapids & a 33 9. 346 
‘ ‘ ° : Centrai Pacific....... 875,763 
could be provided and a collation served, if deemed | Chicago & Alton... 878,(21 
desirable. The whole proceedings could be of the most oncase Danville & Vincenn eb cotanennnee Rays 
informal character, giving opportunity for mutual ac- | Cleveland, Columbus, Cin. & Indianapolis... 872,974 
quaintance and social intercourse. Suitable facilities Tilosis ES Nae INS RS ata ie 
could be provided for the exhibition of whatever the par- ee, Deenngen & Western.. — 
ties interested might see proper to show, and each of | Lake Shore & Michigan mane 1,470,048 
them could explain and describe what he exhibited. This, a ene 150,2 534 
we believe, would be found a very agreeable entertain- | Milwaukee & St. Paul. -....... ...+.++.++. om 
ment, and extremely useful in bringing the members and |} Ohio & Mississippi.....................000 288,852 
others into pleasant, friendly relations. We of course St. Louis, Alton Terre Haute, Main Line. | 121.910 
could say come eloquent things about what the presence St. Louis, K sas City & No theetanches.. 956/013 
of ladies would do for such an occasion, but weforbear. At | St. Louis & Iron Mountain..............--- 182,055 
the last Convention, there were a larger number in at-| Reltimore & Ohio. neers 1,000,869 
tendance than at any previous one, and we trust the pro- ‘neta $10, a = 1 | 
portion will be increased at the next. BE eh titrapenoncevesarnjondtehendagil sicaiecten ssneddidaatess Gaaaeme batdossnicsasood net psesahel = SEAL... seleoces 
In conclusion, we will urge all committees to do their | 


best to have their reports valuable, and also to make them 
as concise and condensed as the subject under considera- 
tion will permit. 








Railroad Earnings for the First Quarter of 1873. 





Our tables of earnings for March and the first three 
months of 1873 (which are made up entirely from the 
returns of the companies and contain no ‘‘estimates’’) 
indicate a good average degree of prosperity on the part 
of the roads reporting. They are not so significant as 
they might be of the condition of business throughout 
the country, because they include only about one-fifth of 
the total mileage worked, only two railroads that can be 
called ‘‘ Eastern,” and none at all in the South. 

It will be seen that the Chicago & Northwestern again 
appears in the list after an absence of more than two 
years, we believe, and appears with a handsome increase, 
both in total earnings and in earnings per mile of road ; 
which latter is noticeable because it has a considerable 
extent of new mileage, some ofit in new country, which 
can as yet hardly have a productive traffic. The 
Chicago, Danville & Vincennes also enters the list, 
and with earnings for this, the poorest quarter 
of the year, at the rate of nearly $4,500 per 
mile per year. In the table fur March the Baltimore & 
Ohio appears, with earnings per mile exceeded only by 
those of the Erie and the Lake phore, and more than 
oac-fourth larger than they were last year. The Central 
of New Jersey reports for the quarter larger earnings per 
mile than any other road in the list—more than three 
times the average—and an increase of more than one- 
fifth over the earnings of last year—facts which will prob- 
ably go some way towards reconciling the shareholders 
for the passing of the quarterly dividend. 

These roads are comparatively new in the table, and 
some of them exceptional, and on the whole they bring 
up the average somewhat, probably, at least in the March 
list; where tie Baltimore & Ohio, with one-eighteenth of 
the mileage, gives one-tenth of the earnings. 

Of the twenty-four roads reporting for March, only 
six have more than the average earnings per ‘mile, and 
five have less than half the average. Only two of the 
twenty-four show a decrease in total earnings, while six 
have a decrease in earnings per mile. This month is seen 
to be above the average for the quarter, during which 
three out of tweaty-two roads had a decrease in total 
earnings, and seven of them a decrease in earnings per 
mile ; and the average increaso-.in earnings per mile was 
7% per cent. for March while only 2% per cent. for the 
quarter. It must be remembered, however, that the lists 
are not the same for the month aad the quarter. Twenty- 
one roads are in both lists (twenty-two, counting the 
“main line” and ‘‘ branches” of the St. Louis, Alton & 
Terre Haute as two roads), but the Indianapolis, Bloom- 
ington & Western, the St. Louis & Iron Mountain and 
the Baltimore & Ohio report for the month but not for 
the quarter, and the Central of New Jersey for the quar- 
ter but not for March. 

Of those whose reports we have been accustomed to 
sce, four of the five newer lines reporiing have a 
large increase in earnings per mile for the quarter, vary- 
ing from 178 per cent. onthe Chicago, Danville & Vin- 
cennes to 86 per cent. on the Missouri, Kansas & Texas; 
one, the Burlington, Cedar Rapids & Minnesota, has a 
decrease of 11% per cent. Large increases in earnings per 
mile are made by older roads in several cases: the Central 
of New Jersey 21} per cent., the Marietta & Cincinnati 
154, the Ohio & Mississippi 124, the Central Pacific 11, 
the Michigan Central 10} per cent. The large decreases in 
earnings per mile are 22 per cent. by the Pacific of Mis- 
souri, and8 per cent. by the St. Louis, Kansas City & 
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| 
Mileage. | Tucrease. Earnings. | Earnings per Mile 
Name or Roap. Increase. | Decrease tn 4 

1873. | 1872. mien. 1873. 1872, | 1873, |1872. | Inc.| Dec. |P.c. 
| oer ee) SM Aan oie? 
Atlantic & Great Western...... 539) 506) 33) ox $1,155,722| $1,069,452) ge0,2701 34\ $2,144 |$2,114 I secs | 1% 
Atlantic & Pacific ..:.......... 828 a, EEE Pree | 296,821 219. 319) 9. 905| ‘60; 145)...... 9% 
Burlington, Ooter Rap & Mina. 334 261 73\28 225,27 199,141 74 an binge 1194 

Central WMMIND® .nccciacsioncss 1,218} 1094) 124,119! 2,521,335) — 2,039,822) 2,070) 205)...... {it 

Chicago & Alton..........es0-. 649 605 44 TA| 1,179,659) 1, 07,899! 1,818) Hy ss DS) rs 2 
Chicago, Dinville & Vincennes| 132) —_‘132)......).... 146.395 124,751) 1 109) eee: 17% 
Chicago & Northwestern ...... 1,389] 1,320 69! 544) 2,477,628) 2.335.372 h ,784) 1, 769 | 0% 

Cleveland,Col., Cin. & Indianap. 4 390 86/20 | 1,233,979) - 1,033,787 21623) 2'651]..... 1 
TR asc cncintns cob denesconcenan 1) 956} 15) 136|-4.161,635] 4.091.575 4.286) 4,280] 6]... 0% 
Titinois Contral.....cc.ccccere -| 1,108] 1,009)...... ee 1,795,409} 1,741,232 1,619) 1,570) 49)...... 3% 
Hanes PACK ....ccccccccccce 672 _, a ee 646,072 674.018 961) 1,003)..... 42) 44% 
Lake Shore & Mich. Southern. | 1,136, 998] 188/13%| 4,697,389] 4,040 905) 4,135] 4.049] 86|...... hy 
Marietta & Cincinnati...... ... 34 Beinstéseleses 513,07 415,769 1,807) 1,570) 237)...... 1534 
Michigan Central .............. ee ie 1,707,922} 1.548.142 2,389, 2,165) 224)...... 1044 
Milwaukee & St. Paul.......... 1,018} 163/104) 1,313,436) 1,974.74 1,172) 1,252]... . 6% 

Missouri, Kansas & Texas 476 71,039 248,120 1,047) 563 . (86 
Ohio & Mississippi.... . 897,430 797,856 2,284| 2,030 12% 
Pacific, of Missouri............ 833,875 812,012 34 170| 2,287 517/22% 
St.L.,Alt.&Terre H’te.main line 266 850,092 349,212 44; 1,316) 1,313) —3}...... | O44 
branches. 7 146,140 115,515} %| 2,058] 1,627] 431]...... (269% 

St. Louis, Kan City & Northern 683 639,893 MN iheshe os 56,007) 8 | 1,098) 1,194)..... 96) 8 
Toledo, Wabash & Western.... €28 1,246,701) 1 332.3 Kohinamiell 65,674 675) 1,985) 2,122]..... 137) 6yn 
Central, of New Jersey........ 272 1,802,870) 1,483, a5 819,497) ......-...| 2198) 6,628| 5,454)i,174]...... 2% 
ih chans axaanveanione 14,392) 13,432) 960) 73¢| $30,658,787| $27,801, ai! ga $3,027 03 020] $169,624| 10% 92,130/§2,071| g50]...... | 2% 
PE NEED, 5.5 nanccecalensscesbbesassabbesaes |r| evccecccoecs | any peat JEP cccceee cohocseciscecces | coccce|ccecelococes |--- 





Northern. The Chicago & Alton and the Illinois Central, 
which were going down hill last year, are going up 
again, with increases of 2 and 3% per cent. per mile, re- 
spectiyely. 

With an increase of 74 per cent. in mileage, the month 
of March has an increase of 15:5; in earnings ; and, for 
the quarter, the increase of 74 per cent. in mileage is ac 
companied by an increase of 10} per cent. in earnings. 

We call particular attention to the columns of earnings 
per mile in these tables. Many lines have so much 
greater mileage this year than last that the comparison of 
total earnings for the two periods is of little or no value. 
It is not always easy to ascertain exactly the average 
mileage for any given period, especially of a year that is 
past, but we have taken pains to obtain when possible and 
preserve exact information of the date of opening new 
lines and parts of lines, and are confident that we are very 
near the truth, There may be errors in the case of 
some roads, as companies do not always preserve records 
which will enable them to ascertain exactly what may 
have been the exact mileage worked at any given period 
of a previous year. 

Of course it is not to be expected that new iines will 
have the average earnings per mile of old ones, and in 
some cases the opening of considerable extensions has 
an unfavorable effect upon such earnings; but in many— 
probably most—this is not a new condition of things, 
there having been new mileage worked both years. This 
is the case with the Burlington, Cedar Rapids & Minne- 
sota, the Central Pacific, the Chicago & Alton, the Chi- 
cago & Northwestern, the Leake Shore & Michigan 
Southern, the Michigan Central, the Milwaukee & St. 
Paul, and the Missouri, Kansas & Texas. The Pacific 
of Missouri had no,‘or very little, new mileage last year, 
and its earnings are unduly depressed by a large increase 
of comparatively unproduciive branches.* 

Although the roads reporting show a large increase in 
total earnings and a small one in earnings per mile for 
the first quarter of 1878, it is probable that there has been 
no corresponding increase in net earnings, as the season 
has been one of the worst for operating in the annals of 
American railroads. Working expenses must have been 
unusually large, and on many lines a much larger per- 
centage of gross earnings than they were a year ago, 
-when also they were large, and oa three or four lines dis- 
astrously so. The quarter is for most lines the most un- 
productive in earnings and the most costly in ex- 








penses of the year. The season for heavy traffic 


opens fairly with April, and we may expect here- 
after larger returns than heretofore. There are many 
reasons why traffic should be even larger than is usual at 
this season, éspecially in the West, where immense quan - 
tities of grain remain to be forwarded. The low prices 
of produce and the unusually high cost of transportation 
on the lakes, discourage shipments, however, and though 
the high rates by water are likely to give an unusual pro- 
portion of grain shipments to the railroads from the 
West to the East, yet this traflic may be more than bal 
anced by the decrease in shipments by the Western roads, 
for itis not true that the grain will be shipped at any 
price. Itis not possible to say what lake rates will be 
for the season, navigation not having begun as yet, but 
very high prices are paid for the vessels now in port, which 
indicates a belief that the supply will be short for the 
season. 








The Great Western Report. 





The report of the Great Western of Canada for the half year 
ending with January, published elsewhere, shows a large in- 
crease in earnings (£68,488), nearly balanced by the very large 
increase in expenses (£62,876), the increase in earnings having 
been 13 per cent. and in expenses 20 percent, The remarka- 
ble increase in expenses is accounted for partly by a large in- 
crease in wages, and partly by the extraordinary severity of the 
winter, the latter causing nearly double the usual expenses of 
ferriage at Detroit, and of course large extra expenditures a}- 
most everywhere on the line; but the table of expenses per 
train mile shows that most of the increase is due to an increase 
in train service, the cost per train mile being only 3 per cent 
greater than for the corrospondiug half year preceding. It is 
noticeabie that there has been almost. a continuous decrease in 
earnjugs per train mile for the seven half-years reported, whilo 
the increase in total earnings has been very rapid. 

The following table exhibits the receipts ani expenses for 
seven corresponding half-years : 


Half-year. Receipts. Expenses, Per ct. 
Bist January, = ss keen eee £341,513 £166,632 50.26 
400,812 193,666 48.31 

ped 209,752 49.55 

4 243, 57.37 

Psi 267,481 60.19 

- 813,636 69.47 

- 376,512 63.19 





Hero we sce that while in the seven years gross earnings 
have increased by £264,326, net earnings are only £54,446 
greater; this, however, is an increase of one-seventh, and 
ought to be satisfactory. Roads situated like the Great West- 
ern, with almost uulimited possibilities of increase in through 
traffic and local traffic growing quite slowly, are likely to have 
great progress in traffic and gross earnings accompanied 
by comparatively slow progress in net earnings. The Groai 
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Western earns more per mile, probably, than any other single- 
track railroad, but nearly three-fifths of its traffic is through, 
and the increase is mostly, aud must continue to be mostly, 
in through traffic, on which there has been a progressive de- 
crease in charges which is almost sure to continue, though not 
without interruptions doubtless, This must be considered and 
provided for in all calculations for the future, and the com- 
pany which stands still expecting to have its profits continue 
will be sadly mistaken. Nearly all roads in this country, and 
the Great Western more than most, must expect to do more 
work year after year in order simply to keep up their profits. 

This the Great Western is preparing to do. The new line from 
Glencoe to Buffalo, now nearly complete, is to be supplemented 
by a second track from Glencoe to Windsor, when the line will 
have tho equivalent of a double track. Whether the invest- 
ment in these improvemerts will bring a large profit or not is 
not the sole question: the improvements must be made to 
prevent the depreciation of the existing property, which has 
already a traflic which tests too closely its capacity. This 
through traffic is not likely to be affected seriously by its new 
competitor, the Canada Southern, which so far has diverted no 
feeders from the Great Western, and reaches no considerable 
places from which the latter obtains traffic. It is likely to 
affect considerably the local receipts, though net very much 
the amount of local traffic, ag the bulk of the population is on 
the Great Western, which, however, will have to adjust its 
rates to the Canada Southeru’s charges. ~ 

Perhaps no one improvement‘could so firmly establish the 
Great Western's traffic as the completion of a crossing—under 
or over—of the Detroit River. It ie the one serious break in 
the North Shore line, which in the winter makes its connections 
uucertain aud diverts profitable business, while causing such 
delays to freight cars as to materially increase the expense of 
doiug the work. The report speaks of the tunnel in terms 
which leave it uneertain whether it is seriously intended to 
prosecute it in the face of the obstacles encountered, and men- 
tions a bridge as an alternative which it may be necessary to 
consider. E ther, of conrse, must be a work of time, and a 
couriderable period must clapse before it can complete this one 


of the best and best patromized routes from the West to New 
York aud New Eogland. 








‘Regulating Freight Tariffs by Law.” 


The interesting paper read by Mr. Robert Harris recently be- 
fore the Civil Engineers’ Club of the Northwest, as printed in 
the current numb r of the Rattnvap GaZETTE, contaius, we are 
Sorry to say, many crrors. Tue part of it ou the first page was 
reprinted from oue of the Clicago papers befure we receiv d 
the mianuseript. Oa comparison we find the following errors : 

In the tide, read “ Ra:lroad Tarifts” for * Freight Tariffs.” 

In the tirst column, second line under the engraving, insert 
“railroad” between * regulating” and “ fares.” 

lu the second line of the last paragraph of the first column, 
insert ‘of charters” after *‘character,” and read “ channels” 
for “channel.” 

In the third line from the bottom of the first column, for 
“which are unavoidable” read * which are inviolable.” 

Tu the first line of the second column, for “now” read “ how- 
ever.” 

In the next to the last line of the next to the last paragraph 
of the second column, for “article” read “ articles.” 

Io the first liue of the last paragraph . of the second column, 
insert ‘‘and honest” between * economical” and ‘‘ manner.” 

Tu the third and second lines from the bottom of the second 
column, for “‘ wiil leave a not unreasonable return upon the in- 
yestment” read * will leave net a reasonable return,” etc. 

Tu the teuth line of the third column, insert “and conditions” 
between “ circumstances” and “might.” 

Io the tenth line from the bottom of the third column, read 
*‘not affurd not to use it” for ** not afford to use it.” 








Annual Conventions. 





The following societies will hold their annual conventions ai 
he ti me and places named : 

The American Railway Master Mechanics’ Association, in Bal- 
timore, beginuing May 18. 

The Railway Association of America, at the St. Nicholas 
Hotel, in New York, on the 14th and 15th of May. 

The American Society of Civil Engineers, on the 21st and 22d 
of May, in Louisville. 

The Master Car Builders’ Association, on the 11th, 12th and 
13th of June, in Boston. 

Particular attention is called to the Master Mechanics’ meet- 
ing, which we have heretofore announced as beginning Muy 6, 
as was announced also on the cover of the report of the last 
convention. 








Record of New Railroad Construction. 





This number of the Ramtnoap GazetTe has information of the 
laying of new track on railroads as follows: 

Wasatch & Jordan Valiey.—Tbe track is laid from the junc- 
tion with the Utah Southern at Sandy to Granite, 6} miles. 
Summit County.—Track is laid: from the junction with the 
Union Pacific at Echo, Utah, southeast 6 miles to Coalville. 
International & Great Northern.—Extended from a junction 
with the International at Troupe northwestward 18 miles to 
Tyler, Texas. 

This is a total of 31} miles of new railroad. 








Tur Prize ror Steam CanaL Power, which the New York 
State Commission found itself unable to award from the trials 
of Jast year, is to be offered for another year, if the vote of the 
State Senate is confirmed by the House and the Governor, in 

_ accordance with the recommendation of the Commission. It is 
to be remembered that the thing sought is not merely the suc- 





cessful use of steam under the somewhat trying conditions of 
the canal, but its economical use—something which wiil in- 
crease the capacity of the canal and the boats by enabling the 
latter to make more trips in the same time. 








Tur RicnMonp-Switcu Disaster, one of the most serious 
railroad accidents of the year, has provoked the usual comment, 
and porhaps more than the usual denunciation of the railroad 
management. It certainly was of that class of accidents over 
which managers have the least control, though whether the 
company aud its employees were negligent, and if so to what 
degree, will appear only after a fuller investigation than has 
yet been reported. As a valued correspondent (an engineer 
who understands the circumstances) says in another column, 
there was probably no fault in the construction of the 


bridge. It had stood probably for many years, and 
the abutments might never have failed had _ the 
channel between them remained unobstructed. As he 


says, however, a bridge below a dam is unusually liable to 
damage by fiood, and the location should be avoided if possible. 
It is not, however, we suppose, possible to prevent the con- 
struction of adam immediateiy above the bridge, aud this may 
have been the case at Richmond Switch. In this case an in- 
spection of the road after every train might not have prevented 
the accident, as the undermining of the bridge was doubtless 
the work of a few minutes, after the dam gave way. Oue 
newspaper insists that every bridge should have a watch- 
mun; another that trains should come toa full stop before 
crossing any bridge! (How then, are we to have “rapid 
transit” on elevated railroads, present aud future ?) 

The location of the bridge was such as to require more than 
ordinary care: that is evident. Its salety depended chiefly on 
the stability of the dam, o! which latter the officers of the road 
should have kept themselves informed. If they had never 
inquired about it, they were certainly very negligent; and il 
they had neglected to inform themselves concerning it for a 
iong period, they cannot bu held blameless. The dam is said 
to have been 1n bad condition, and considered in danger by 
those familiar with it. If the railroad ‘officers had such infor- 
mation, or could have got it, they certainly should have had 


the bridge watched. If, however, there was no rea- 
son to consider the dam unsafe, and the extraur- 
dinary flood or other accident carried it away, the 


management of the railioad could hardly be expected to 
ioresee it and provide for it. It seems especially strange that 
the accident gave the first notice of the failure of the dam as 
well as of the bridge to the residents of the place as well as to 
the railruad men. The accident is another warning that iu- 
ceseant care must be taken of all structures liable to be 
affected by floods, aud especially of the necessity of relying on 
the railruad employees alone for all inspections and intorma- 
tion pertaining either to the property of the railroad or to what 
may aflect it. 








Free Passes have been the subject of proposed legislation in 
several States this season, and sume propused bulls seek to ob- 
viate the corrupting power of such favors ou members of legis- 
latures by making it the law that such passes shail be given to 
them. This is as if, in order to prevent burglary, the law 
should direct all citizens to deliver to any person on demand 
whatever plate and valuables he might demand. The enjorce- 
ment of such alaw doubtless would put an end to house- 
breaking, and would be in the highest degree satisfactory—to 
the thieves. It might scem absurd to argue seriously on such 
a law but for the fact that it is seriously proposcd in several 
States, and when a committee of the New York Senate reported 
adversely to sucha bill, the Senate disagreed with the report: 
Doutless to many men such a privilege would be worth very 
much more than their salaries as members, so that the law in 
effect would direct the railroad companies to contribute ono 
half or more of the pay of the Legislature. Of course there can 
be no doubt of the invalidity of such laws, except where the 
companies by the terms of their charters (as in 
New Jersey) have contracted to give such passes. 
It is one of the worst features at once of the pass system and 
the low grade of our modern legislatures that railroad compa- 
nies are actually afraid to break up a practicé which they now 
know to be a bad one, and cvatinue to issue passes to members 
of legislatures because they have reason to believe that the 
failure to do this would be the signal for the most unfriendly 
and oppressive legislation. Pity for the railroad companies is 
largely modified, however, by the consciousness that they are, 
to a great extent, responsible for the modern legislative 
‘“‘gtriker.” The practice of bribery and “‘ conciliation” by favors 
has developed the most shameful demands on the part of un- 
scrupulous legisiators and the most shameful methods of en- 
forcing them. And now those who introduced the practice of 
bribery and corruption, having made their bed, must lie on it. 








Mounicrpau Arp 1n ILirvois gave a vast impetus to railroad 
construction in that State for some years, through a law, which 
expired by limitation August 8, 1870, authorizing municipalities 
to subscribe their bonds to aid railroads, and providing for the 
registration of, the bonds at the State capital and the collection 
of taxes to pay interest and principal by the State authorities. 
Ot course some of the corporations to which aid was voted did 
not carry out their contracts, and meanwhile the new constitu- 
tion bas been adopted, prohibiting ail such subscriptions. Now 
a bill has passed the State Senate providing that it shall be 
lawful, on the petition of a majority of the legal voters of the 
municipality,to transfer such a subscription to any other railroad 
corporation which shall construct such a railroad as was pre- 
scribed in the election notice at which the subscription was 
voted. Any railroad company desiring to secure the transfer of 
such a subscription must make application to the authorities in 
writing, and a copy of this application must be served upon the 
corporation to which the subscription was voted. 

It is very doubtful whether such alaw as this will be held con- 








stitutional. It would be substantially making a new contract, 
of a kind prohibited by the existing constitution. 








Tue Itiriots Ratroap Law presented by the special com- 
mittee of the lower house of the Legislature, as reported last 
week, passed that houso on the 18th by a vote of 122 to 10. 
Slight amendments were made, one being a proviso attached 
to the third section, ‘that nothing herein contained shall be 
so construed as to prevent railroad corporations from issuing 
commutation, excursion or thousand-mile tickets, as the same 
are now issued by such corporations ;” another changing ma- 
terially Section 7, so as to make it the duty of the Railroad Com- 
missioners to personally investigate and ascertain whether 
the law is violated, and to bring suit whenever they think 
the facts, however ascertained, will justify it, which suit may 
be brought in any county on the line of the road, as well as in 
the one where the violation of the lawoccurred. To Section 10 
is added the change: ‘*‘ suits commenced under the provisions 
of this act shall have precedence over all other business, except. 
criminal business.” Section 13, which was an “ emergency: 
clause,” directing that the act should take ¢ffect from and after 
its passage, on account of an existing emergency, was omitted.. 
Without this clause all legislation takes effect on the 1st of July, 
following. 








Tae Union Pacrric during the past severe winter, whem 
most roads so iar north have been badly blocked for many: 
days in the aggregate, passed through the season with no 
serious detentions uutil this month. A terrible storm on the 
15th, 16th and 17th, blocked the eastern part of the road three 
or four days. The driving wind, as usual on the plains, was 
the worst feature of the storm, which reminds one, except in 
the intensity of the cold, with the fatal storms which occurred: 
in Mionesota last winter. February and March are usuaily the 
worst months on the Union Pacific, but we do not know that 
storms have heretofore been an obstacle to the working of the: 
roads so late as April. As it is, the road has probably been: 
closed less in the aggregate during the past season than most 
Northern railroads, and the preparations against snow made: 
last summer have thoroughly demonstrated their efficiency. 








Tue Rat~way Association oF AMERICA, as will be seen by its: 
circular printed in another column, at its sixth regular meet. 
ing to be held in the St. Nicholas Hotel, New York, May 14, 
will have reports from ten committees, some of them requiring: 
united action and likely to affect to a considerable degree rail- 
road business throughout the country. It is of the utmust im- 
portance that these questions requiring action, and, to be fully 
successful, united action on the part of the railroad companies, 
should be decided by representatives of a large number of com- 
panies, including the most important ones. The meeting 
should be fully. attended, for this reabon if for no other. 








Pistots will become part of the necessary outfit of a sleeping- 
car conductor, if the practice of a passenger on a Kansas 
Pacific train is continued. This gentleman, having a second- 
class ticket for passage and a ticket for a berth in a Pullman 
car, insisted on occupying the latter, in spite of the remon- 
strances of the conductor, with whom he argued so convine- 
ingly—with the help of a loaded revolver at full cock—that he 
was permitted to sleepin peace. Such are the wild freedom 
and Arcadian simplicity of simple-hearted children of the 
frontier plains and mountains. 








A CorRkSPONDENT asks if it would be possible for us to esti- 
mate the amount of damage sustained from each accident men- 
tioned in our columns, not taking into account the damage 
to individuals. It would not. We give ail the information 
that we get on the subject, and, as is obvious, it rarely gives an 
idea of the amount of damage sustained. 





Railway Association of America. 





The following circular to railroad officers has been issued by 
the Executive Committee : 


: Sr. Lovurs, Mo., April 20, 1873. 

The sixth regular meeting of this Association will be held in 
the readiug-room parlor of the 8s. Nicholas Hotel, New York, 
at lla. m., on May 14. 

Reports from committees will be presented, as follows : 

1, Relation of Railways to Telegraph Companies. 

2. The Best Mcthod of Dispatching Trains by Telegraph. 
mF... Uniform System ot National Time for Working Time 

auiex, 

4, The Best Methods of Heating and Lighting Cars. 

5. Proper Rules and Charges to Regulate the Interchange of 
Freight Cars. 

6. Cost of Transportation of Mail Matter and Postal Cars, and 
whether the Post-Office Department remuuerates Railway Com- 
panies on a Prover Basis. 

7. A Uniform System of Signals. 

10 A Uniform Standard of Distance for Setting the Wheels 
of Compromise Cars apart. 

Deputations will be received from the General Ticket and 
Passenger Agents’ Association and the Brotherhood of Locomo- 
tive Engineers—the former to present their by-laws and make 
full explanation of the object in framing them ; the latter to ex- 
plain the origin of the late strike on the St. Louis, Kansas City 
& Northern Railway, and to ask the advice and co-operation of 
railway managers to prevent strikes. 

By order of the Executive Committee. 

Harry E. SHARPE, 
Correspondiug Secretary. 

Any President, Vice-President, General Manager, General 
Superintendent. or other olflicer in charge of the operating of a 
railroad, will be considered a member of the Association upon 
his signing the Constitution, or upon his written request to the 
Correxponding Secretary directing his name to be aflixed there- 
to. (Arts. 2 and 11, Constitution.) 


The Railroad Advertising Agents’ Convention. 





The second annual meeting of the Riilroad Association of 
Traveling Passenger and Advertising Agents was held at the 
Matteson House, Chicago, April 17 and 18. ‘There were present 
representatives from the following roads; Lake Shore & Mich- 
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igan Southern, Union Pacific, Central Pacific, Michigan Cen- 
tral, Great Western, Chicago & Nortiwestern, Chicago & Alton, 
Erie, St. Louis, Kansas City & Northern, Pennosylvauia, Liliwois 
Central, ‘Toledo, Peoria & Warsaw, Chicago, Rock Islaud & Pa- 
cific, Hannibal & St. Joseph, Grand Truuk, Milwaukee & St. 
Paul, Toledo, Wabash & Western, Detroit & Milwaukee, Indian- 
apolis & St. Louis, Northern Central and Atlantic & Pacific. — 

The principal business was a discussion on the monopolizing 
of space in aud around depots for posters, which ended in the 

assage of resolutions discouraging the practice of posting 

ills ou the outside of depots and on fences, etc., and recom- 
mending that such advertising be contined to the inside of 
depots. 

The next annual meeting is to be held at Louisville, Ky., 
June 17, 1874. 

The Association elected the following officers for the ensuing 
year: President, G. E. Earl, Chicago, Rock Island & Pacific ; 
V.ce-Presidents, W. W. Ruggles (Lake Shore & Michigan South- 
ern), F. May (Pennsylvania), J. A. S. Reed (Hannibal & St. Jo- 
sep), G. G. Cook (Indianapolis & St. Louis), J. D. Alcott 
(Grau Trunk) ; Secretary, A. Allee, Chicago & Aiton; Assistant 
Secretaries, F. W. Cleland (Vennsylvania), A. C. ‘Treat (Michi- 
gan Central). 














Rolling Stock and Train Earnings in the United 
States and England Compared. 





The London Railway News in the course of a series of 
articles on the railroads of this country has the following in- 
teresting comparison of the amounts of rolling stock per mile 
of road and the earnings per engine, per car, and per train 
mile. We believe the advantage in the comparison in favor of 
the United States is more apparent than real (though doubtless 
there isa real advantage) because not only are ourcars, pas- 
senger and freight ( Anglice, cars and *‘ wagons”), much more 
capacious than the English vehicles; but, as nearly as we can 
learn, our locomotives are on the average much more power- 
ful and our trains much larger than the average on English 
railroads, though there are Euglish locomotives quite as power- 
ful as any we use. Then in the comparison of the equipments 
the four English roads are, we believe, all of the first class, 
while only two of the four American roads named are of that 
rank. If we had the number of tons of locomotive per mile, 
the seating capacity of coaches, and the tonnage capacity ol 
freight cars per mile of road, we would have a pretty good 
basis for a comparison. Our coaches, we believe, equal 
in capacity about three of the English vehicles, so 
that instead of 216 per hundred miles in England to 33 in 
America, the figures would more properly be 216 to 99. And 
this larger capacity, of course, goes far to account for the 
larger earnings of our rolling stock per mile, as our larger 
trains should properly (and do) earn more per train mile. But 
itis also true, doubtless, that cars and trains are much better 
loaded here than in England, where the fully loaded car is the 
exception and not the rule. 

It bas been commonly asserted, especially in connection 
with the advocacy of the narrow gauge, that smali 
cars would be much more generally fully loaded; but 
we find that our large cars are more fully loaded than 
the English small ones; and, indeed, we doubt whethe" 
the running of freight cars partly loaded is very common here. 
The average load is by no means a fullone, it is true, but that 
is owing chiefly to a lack of freight to carry in one direction, 
which leaves a large part of the cars absvlutely empty when 
moving in that direction. The late report of the Chicago, Bur- 
lington & Quincy Company, for instance, says that the average 
load of loaded cars was 9] tons, the capacity of the cars being 
about 10 tons. But there is about twice as much freight east- 
ward as westward on the road, and so half of the cars must be 
moved westward empty, and this brings down the average load 
of all cars moved to a litte less than seven tons. 


A strikiug feature to be noticed in connection with the work- 
ing of the American lines is the small supply of rolling stock 
with which the companies are able to operate their roads. In 
this couutry it is held to be sound policy to maintain a some- 
what larger supply than the actual requirements of the traflic 
call for, in order that no opportunity of developing new trattic 
may be lost. With a view to future growth of business we pro- 
vide a service of trains superior, in point of accommodation, to 
the traffic they have at present to carry; but in America it 1s 
evident there must be very little beyond the actual necessities 
of the business provided for. ‘The following is the distribution 
of rolling stock, and the numbers per mile worked on several 
English and American lines : 


ROLLING + TOCK. 
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In the case of carriage and wagon stock the comparison of 
tho number per mile is valuable only as showing the distribu- 
tion of that class of stock on the lines in each country, no com- 

arison between the two countries beiug possible, owing to the 
Siaveenee in size and construction of the vehicles. But the 
number of locomotives should be much the same, relative to 
traffic, &c., in both countries. Such 18 far from being the case, 
however, and a comparison of the numbers shows the remarka- 
ble fact that the American engines perform an amount of work 
altogether unequaled by those on any line in this country. For 
example, on the New Yo.k Central, whcre the traffic 1s heavier 
even than on onr London & Nortk western, there are not half 
the number o! engines, mile for mile, to work it. The Erie 
also, which has about as good a traffic as our Great North-rn, 
has only .52 engines per mile, whereas the Great Northern fiud 
it necessary to maintain .82 per mile. It is not possible that 


so great a difference could be accounted for by extra size or 
weight in American Jocomotives ; and itis evident, therefore, 
that they must be much more actively and profitably employed 
than in this country. 

The amount earned by the rolling stock in the two countries 
differs remarkably, and the difference is ail the more strikivg 


taken into consideration. Tue following is a comparison of the 
earnings per engine, per carriage and per wagon, and also the 
relationship between earnings and cost of the rolling stock in 
the two countries : 


EARNINGS OF THE ROLLING STOCK. 
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For the reason already alluded to a comparison of the earn- 
ings pe! carriage, or per wagon, between the two countries, 
would also be valueless ; but we have a good comparison when 
the earnings are taken in connection with the cost of the plant. 
It will be observed that the engiues showing the best earnings, 
of the four English lines, are those of the Northeastern Com- 
pany, which earned £5,124 in the year, each; and the average 
of the four English companies collectively is £4,662 per engine. 
In America, on the other hand, the engines carn on an average 
no less than £7,963 each ; and on the Lake Shore line each en- 
gine actually earns £8,765 a year, or more than three times its 
present value. Altogether it would appear that an American 
locomotive earns somwhere about 70 per cent. more in the 
course of a year than an average English one. The very same 
result, singularly enough, appears when the earnings are taken 
in relation to the original value of the rolling stock on the 
lines, taken collectively, although in individual cases there are 
wide variations. The rolling stock onan English railway may 
be said to earn its own cost in a year, but in America it earns 
its own cost and 65 per cent. additional. 

Not less remarkable is the great difference that exists be- 
tween the earnings per train mile in this country and in Ameri- 
ca. The following is a comparison of the 


EARNINGS PER TRAIN MILE. 
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It is clear, in looking at these figures, that on the heavy lines 
especially the American trains must be much better filled or 
joaded than they are in this country. It must be remembered 
that in instituting a comparison, based on the earnings per 
train mile, the rates of traneportation are much lower in Amer- 
ica than in England ; and therefore to earn as much per mile as 
an English train the American trains must carry a much greater 
luad. With . oe to passenger trains the American mean 
average is 63. 5d. per mile, against 4s. 7d. in England, the dif- 
ference being nearly 40 per cent. The rate of fare being lower, 
it follows that the passenger trains must be very well filled in 
America. The rate of fare is probably about 30 per cent. lower 
than with us, and this, added to the 40 per cent. of extra earn- 
ings, shows that an average train in America must conve 
about 70 per cent. more passengers than an average Englis 
train. The American average, it will be noticed, is considera- 
bly reduced by the low average yielded on the Grand Trunk, 
and we are therefore pr ‘bably within the mark in puttin: the 
difference in favor of the American trains at 70 per cent. The 
New York Central average of 7s. 1d. per passenger train mile is 
probably the best of any large line, and affords a striking con- 
trast with the Midland Company’s average of 3s. 11d. only. 
After deducting working expenses, what a difference there mus! 
be in the net protit per mile run by passenger trains on these 
two lines! The goods trains, in like manner, appear to carn 
about 15 per cent. more in America than in Evgland. The 
New York Central again leads with the remarkably high aver- 
age of 8s. 9d. per mile, while our Great Northern shows the 
lowest avera:e for goods trains, the range between highest and 
lowest being no less than 75 per cent. 

Iu these times of increased working expenses it would be ad- 
visable for the English companies to ascertain how the high 
rate of train earnings is so general with American companies ; 
and whether our train service might not be so reduced as to 
bring the English rate per mile to as high a standard. The 
reduction would have to be considerable, but it would result in 
a large increase in the net protit per train mile to the English 
companies. 











American Railway Master Mechanics’ Association. 





The following circular has been issued to members by the 
Committee of Arrangements : 


The Carrollton Hotel has been selected as the headquarters 
of the Association daring the approaching session of the con- 
vention to be held in Baltimore, beginning May 13, proximo. 
Accommodations for all members will be reserved on due notice 
being given. 





Members intending to be present at the convention are there- 
fore requested to notify the undersigned as early as possible. 


when the nature of the roais and other circumstances are |. 





Those who will be accompanied by their wives should state this 
fact. Address 


Epwarp H. Wiiu1ams, 
No. 101 North Thirty-third street, Puiladel; his. 


G. W. Penny, Committee of Arrangements for 


E H. W - 
TS next Annual Meeting. 


General QMailroad Wews. 


ELECTIONS AND APPOINTMENTS. 














—The stockholders of the Washington City, Virginia Mid- 
land & Great Southern Railroad Company (consolidation of the 
Orange, Alexandria & Manassas and Lynchburg & Danville 
companies) have chosen the following officers fur the ensuing 
year: President, Col. John 8. Barbour, Alexandria, Va.; direc- 
tors, W. G. Cusenove, C. F. Settle, Alexandria, Va.,; C. M. 
Biackford, T. C. 8. Ferguson, Lynchburg, Va.; G.T. Pace, W. 
T. Clark, Danville, Va.; 8. A. Coffiu, Rockingham County, Va. ; 
E. C. Marshall,*Fauquier County, Va.; D. F. Slaughter, Culpe; - 
per County, Va.; W. D. Hart, Albemarle County, Va.; R. 4 
——— Amherst County, Va.; W. E. Sims, Pittsylvania Coun- 
ty, Va. 

—At the annual meeting of the Peoria & Hannibal Railroad 
Company, at Rushville, Iil., April 8, the followiug directors 
were chosen: E. F. Crane, A. A. Glenn, of Mt. Sterling ; Josiah 
Parrott, Sr., Thomas Wilson, W. W. Wells, John. Bagby and 
Wm. H. Ray, of Rushville. The directors immediately met and 
elected the following officers: Wm. H. Ray, President; E. F. 
Crane, Vice-President ; W. W. Wells, Treasurer ; R. H. Griftith, 
Secretary. 


—At the annual meeting of the Green Bay & Lake Pepin 
Railroad Company, at Green Bay, Wis., recently, the following 
board of directors was re-elected: Henry Ketchum, New Lon- 
don, Wis. ; G. Somers, F. 8. Ellis, W. J. Avrams, M. D. Peak, 
Green Bay, Wis.; W. E. Peak, Fort Howard, Wis.; Walter 
Scranton, E. A. Bradley, New York; Samuel Marsh, Jr., Phila- 
delphia. The directors chose Henry Ketchum, President; G. 
Somers, Vice-President ; F. 8. Etlis, Secretary ; W. R. Hancock, 
Treasurer. Messrs. Ketchum and Ellis are re-elected. 

—Mr. J. N. Watkins has been appointed General Freight 
Agent of the Missouri River, Fort Bott & Gulf Railroad, in 
place of H. J. Hayden, who recently resigned to accept a sim- 
uar appoiatment on the Boston & Albany. Mr. Watkins has 
been agent for the company at Kansas City, Mo. 


—Mr. Anson Wood has been appointed Superintendent of the 
Monticello Railroad, in place of Mr. Slater, appointed Paymas- 
ter ou the Indianapolis, Bloomington & Western. 


—Mr. G. H. Thompson has been appointed Master Car 
Builder of the Ohio & Mississippi Railroad, in place of Mr. E. 
Martin, who has resigned. 


—Mr. Alfred Baltzwell has been spotinted Paymaster on the 
Missouri, Iowa & Nebraska Railroad. 


—Mr. W. 8. Mavnard has been appointed Assistant Superin- 
tendent of the Selma, Rome & Dalton Railroad, with headquar 
ters at Seima, Ala. He has been Train Dispatcher on the road 
for four years. 


—Mr. E. R. Parenteau has been appointed Superintendert of 
L np oes on the St. Louis, Vandalia, Terre Haute & Indianap- 
olis road, in place of Mr. Boyd, resigned. 


_—N. O Ross has been appointed Attorney for the Indiana Di- 
vision of the Pittsburgh, Cincinnati & St. Louis Railway. 

—The new board of director’ of the Cuyahoga Valley Railroad 
Company has chosen the following officers: President Stillman 
Witt, Cleveland, O.; Vice-President, D. L. King, Akron, O. 


Secretary and Treasurer, 8. T. Everett ; Chief Engineer, P. H. 
Dudley. 


—At a meeting of the incorporators of the Chicago, Lombard 
& Southwestern Railway Company, recently, Colonel Thomas 
J. Turner was chosen President; Campbeil W. Waite, Secre- 
tary; D. L. Boone, Treasurer.. 


—At the annual meeting of the Goshen & Deckertown Rail- 
road Company at Florida, N. Y., April 8, the old officers were 
re-elected, as follows: President and Superintendent, W. H. 
Houston ; Treasurer, W. Murray; Secretary, W. P. Townsend ; 
directors, W. H. Houston. J. K. Houlton, C. C. Wheeler, D. W. 
C. Jayne, Florida, N. Y.; E. A. Post, J. W. Corwin, R. Youn q 
Goshen, N. Y.; N. R. Flagler, Amity. N. Y.; 8. E. Gale, L. Wil- 
cox, Pine Island, N. Y.; D. Bailey, Glenwood, N. J.; John M. 
Armstrong, New York City. 


—At a special meeting of the Texas & Pacific Railway Com- 
pany in New York recently Joseph Lesley, A. J. Cassatt, W. A. 
Wallace, H. A. Speckman and Alfred Hewson, of Pennsylvania 

were elected directors, 
—Mr. D. G. Stockwell, Stock Agent of the Hannibal & St. 
Joseph Railroad. has been appointed to the same position on 


the Atchison, Topeka & Santa Fe road, with hcadquariers at 
Atchison, Kan. 


—The directors of the Great Southern Railroad Company of 
St. Louis are : C. P. Chouteau, A. Vallee, Josep Brewn, D. R. 
Garrison, St. Louis; F. C. Rozier, St. Genevieve, Mo.; Louis 
Houck, Cape Girardeau, Mo.; J. T. Anderson, Commerce, Mo.; 
J. O'Fallon, Jefferson County, Mo.; J. Weinholdt, Perry Coun- 
ty, Mo.; G. W. Carleton, Pemiscot County, Mo.; John F. Scott, 
New Madrid, Mo.; T. Brown, Columbus, Ky. 5 


—Mr. 8. B. Wingate, formerly Chief Engineer of the Kent 
County Railroad, has been appointed Chief Engineer of the 
Elkton & Massey’s Railroad. 


—At the annual meeting of the Oil Producers’ Railroad Com- 
pany (the company which is to construct the Pennsylvania end 
of the Batfalo & Jamestown), at Titusville, Pa., April 14, the 
followivg board of directors was elected : W. H. Abbott, E. A. 
L. Roberts, H. C. Bloss, James Parshall, 8. Q. Brown, E. Gran- 
din, 4. Dillingham, G. C. Hyde, 8. Minor, J. W. Humphrey, W. 
B. Benedict, F. W. Ames. The directors subsequently elected 
W. B. Roberts, President ; F. W. Ames, Vice-President ; G. C. 
Hyde, Secretary and Treasurer: J. Parshall, 8. Q. Brown, E. 
A. L. Roberts, Executive Committee, 


—The officers of the National Railway Company of New Jer- 
sey are as tollows: President, Samuel K. Wilson; Treasurer, 
W. W. Stelle; Secretary, R. K. Corson; directors, Cortlandt 
Parker, Newark, N. J.; Ro»ert 8. Greene, Elizabeth, N. J.; A. 8. 
Cadwallader, Laren N. J.; A. 8. Livingston, Lambert- 
ville, N. J.; Charles H. Taylor, Orange, N. J.; Henry M. Ham- 
ilton, Bloomfield. N J.; 8. K. Wilson, W. W. Stelle, Trenton, 
N. J.; N. Murray, New York ; Henry Lewis, R. B. Cabeen, Jacob 
Riegel, John P. Verree, Philadelphia. ‘These are nearly all the 
same as those of the New York & Philadelphia Company. 

—The directors of the recently organized New York & Dela- 
ware Railroad Company are as follows: D. P. Patterson, Hills- 
dale, N. J.; Ashbel Green, Palisade, N. J. ; E. Boudinot Colt, 
Paterson, N. J.; Manning M. Kuapp, Cornelius L. Blauvelt, 
W. 8. Banta, J. J. Auderson, Hackensack, N. J.; J. M. Courtney, 
W. Bond, H. M. Alexander, C. B. Stuart, L. T. Guthrie, New 
York; Alden T. Ellis, Chicago, Ill. 

—On the 15th of April Lorenzo Blackstone and John S. Ken- 
nedy, of New York, were re-vlevted directors ot the Cedar Falls 
& Minnesota Railrood Company. The other directors are 


James A. Roosevelt, D. Willis James and John Crerar, all of 
New York. 


—At the organization of the New York & New England Rail- 
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road Company as the successor of the Boston, Hartford & Erie, 
in Boston, April 17. the followiug board of directors was 
chosen: Wilham ft. Hart, John Foster, Thornton K. Lothrop, 
Francis Dane, Elward W. Kingsley, of Boston; Peter H. Wat- 
son, 8S. L. M. Barlow, William Butler Duncan, Robert M. Oly- 
phant, New York City; James Y. Smith, Royal C. Taft, Provi- 
dence, R. I.; Marshall Jewell, William J. Hamersley, Hartford, 
Conn. ; Frederick J. Kingsbury, Waterbury, Conn.; John F 
Slater, Norwich, Conn. 

—At the annual meeting of the Mobile & Ohio Railroad Com- 
pany, at Mobile, Ala., April 17, the followiug board of directors 
was elected for the ensuing year: James Crawford, W. D. 
Dann, Joho Reid, Jr., Charles Walsh, John J. Walker, C. W. 
Butt, C. E. Rushing, Francis B. Clark, of Alabama: W. D. 
Humphries, A. Murdock, of Mississippi; Thomas Brown, of 
Kentucky; W. P. Hatiiday, of illinois; William Butler Dun- 
ean, of New York. Messrs. Batt and W. D. Humphries are new 
directors, replacing Messrs. A. 8. Humphries (deceased) and 
R. W. Smith. 

—At the annual meeting of the Des Moines, Winterset & 
Southwestern Railroad Company, at Winterset, [a., April 8, the 
following board of directors was choseu: I’. R. West, T. 8. 
Wright, H. F. Royce, Geo. C. Tichenor, B. F. Allen, B. F. Mur- 
ray, N. W. Mnager, J. J. Hutchings, ©. D. Bevington. The 
directors subsequently met and chose the totlowiug oltivers tor 
the ensuing year: President, C. D. Bevington ; Vice-President, 
F. RB. West; Secretary, R. L. Tidrick; Treasurer, W. W. Mc- 
Knight. It was resolved that the annual moetings be held 
hereatter at Bes Moines instead of Winterset. 

—tThe directors of the LaCrosse Transit Railroad Company 
(the company which is to build the bridge over the Mississippi 
at La Crosse, Wis.) are as follows: C. W. Thompson, J. W. 
Losey, B. G. Lennox, Abner Giles, 8. L. Nevins, Angus Cam- 
eron, John Paul, Fred Tillman, of La Crosse, aud H. A. Taylor, 
of New York. 

—Mr. Joseph 8. Gitt has been appointed Chief Engineer of 
the Harrisburg & Potomac Railroad, in place of Joseph Mifilin, 
resigued. 

—At the annnal meeting of the Allegheny Valley Railroad 
Company at Pittsburgh. Pa., April 8, the old board of directors 
was re-elected as feliows: William Phillips, J. Patton Lyon, 
Wiliam K. Nimick, William M. Lyon, B. F. Jones, Feiix kh. 
Brunot, James Park, Jr., all of Pittsburgh. 

—At the annual meeting of the Western Railroad Company of 
North Cearolina at Fayetteville, N. C., April 3, L. C. Jones was 
re-elected President. J.D. Wiiliams, A. A. McKeithan, E. J. 
Lilly, W. C. McDufiieand S. J. Hinsdale were elected directors 
on the part of individual stockholders. W. A. Guthrie, J. R. 
Lee, E. L. Pemberton and T. 8S. Lutterloh, are the State di- 
rectors. : 

—The Halifax & Scotland Neck Railroad Company was organ- 
ized at Halitax, N. C , recently, by the election of Col. Walter 
Clark, President, and Messrs. R. H. Smith, Walter Clark, J. 'T. 
Gregory, E:iward Conigland, J. C. Randolph, J. R. Tillery, 
Noah Biggs and J. J. Goodwin were elected a board of direct- 
ors. Mr. Grizzard was elected Secretary and Treasurer. 

—A telegram from Cleveland, dated the 23d, says that it is 
reported there that Mr. J. H. Devereux, General Mauager o 
the Lake Shore & Michigan Southern Railway, has tendered his 
resignation of that position, and has been chosen President of 
the Cleveland, Columbus, Cincinnati & Indianapolis Railway 
Company, in place of H. B. Harlvurt, who has resigned ; also 
that Mr. Devereux will be made Vice-President of the Erie 
Railway Compavy and have general management of the At- 
lantic & Great Western. 





PERSONAL. 








—Col. Alexander L. Rives, the new Chief Engineer and Super- 
intendent of the Mobile & Ohic road, was at one time Division 
Engineer in charge of the White Sulphur Spriugs Division of 
the Chesapeake & Ohio. 








THE SCRAP HEAP. 


The Fireless Locomotive. 

Mr. G. L. Laughland, President of the ‘‘Ammonia and 
Thermo-Specitic Propelling Company,” of New Orleans has ad- 
dressed a letter to the Mayor and Common Council of Brook- 
lyn, in which he says his invention consists in ‘tan improved 
method of supplying steam to traveling vehicles,” that it was 
introduced on the New Orleans & Carroiton Railroad, a double- 
track horse railroad, nine months previously, and that no acci- 
dent bas occurred ; the steam is generated in a stationary boiler 
a! the depot, and there is no fire on the moving engine; the 
tank is made to resist 600 lbs. per square inch but is charged 
only to 150 lbs., which pressure is reduced constantly after 
charging, that the loss of pressure by radiation is about three 
pounds an hour, and that, in experiments, engines have been 
run more than 24 hours after they were charged with steam ; 
that property owners on the line have requested that the yse of 
animals be discontinued and the ‘“‘Thermo-specitic” used ¢x- 
elusively. and the railroad company has given orders to that 
effect and is having the requisite engines constructed; also 
that the speed may be varied trom the slowest rate up to 10, 12, 
or 15 miles an hour. - 


Railroad Red Tape. 

A correspondent of the London Railway Times writes : : 

“Some of your readers may possibly be aware that there is 
a certain branch line in Hertfordshire, one terminus of which is 
at Watford and the other at Rickmansworth, the two places be- 
ing diatant about five miles from each other. The traffic on 
this line is not, as may be imagined, of an overwhelming char- 
acter; aud, indeed (there being only one line of rails), it is 
carried on by means of asinglie engine and train,which performs 
sundry journeys backwards aud forwards between the termini 
in the course of the day. It will be at once seen, therefore, 
that by no possibility could the risk of coilision be incurred 
unless the ofticials at Watford, prompted by a diabolical spirit 
of mischief, were, out of the ordinary course, to dispatch a 
second engine along the same line of rails at a time when they 
knew the regular train would be on its passage. The manager 
of the London & Northwestern, apparently not content to rely 
upon the absence of all malevolent motives on the part of hs 
subordinates, and beheving that in some mysterious way the 
mode of operation I am about to describe would reduce the 
chances of collision to a minimum, has devised the foilowing 
rule: The train (there bemg only one, as I have 
said) is never supposed to leave either term:nus 
until the station-master has delivered into the hands of the 
driver a certain staff; the abseuce of the staff from the station 
thus ought to indicate that the train was on the line, and it 
would necessarily be culpable negligence in any one to send 
another engine from Watford in the direction of Rickmans- 
worth. That this ingenious rule is not altogether free from 
objection the foliowing facts, as they came to my knowledge, 
will show. On Monday iast when the passengers intending to 
travel by the first up train from Rickmansworth had taken 
their places the startling siscovery was made that the precious 
wand was non est inventus. It had been left behind at Watford. 
Under these circumstances the station-master at Rickmans- 
worth decided that it was impossible to allow the train to de- 
part. Toanordinary mind the suggestion to employ the tele- 





graph to notify to the officials at the other end of the liac the 
departure of the train, notwithstanding the absence of the 
usual symbol, would not have appeared very uunatural. What, 
however, was actually done was that a messenger was dis- 
patched by road to Watford to bring back the truant staff, and 
the luckless passengers were detaiued until his return. Al- 
though the local fly was pressed into the servive of the éom- 
pany, more than an hour elapsed before the return of the mes- 
senger. It is needless to say that the passengers (quorum pars 
parva fui) missed the main-line train at Watford junction, and 
tosome of us, who are men of business, the delay involved | 
serious inconvenience.” 


To,Keep Moths From Uar Cushions. 

Mr. Pfleiderer, in Carlsruhe, recommends the use of freshly- 
blown hemp against the moth in carriage cushions. He admits 
that to give no rest to this destructive msect is strongly to be 
recommended, but ho states that hemp in bloom, gathered, | 

uickly dried in the shade, and kept in deal casks free from 

amp, has proved a good remedy. 
A New Plan of Commutation. 

The Jersey City Journal says that two commuters’ cars aro | 
being built for the accommodation of the commuters at Ruther- 
ford Park, N. J., on the Erie road. These cars are to be run | 
on a new plan, an association of commuters paying the ratiroad | 
company a fixed price for hauling the cars, instead of a certain | 
rate per passenger. | 


TRAFFIC AND EARNINGS. 





—The following statement of the operations of the Erie Rail- 
way for 1872 was turnished by the company to the Investigating 
Committee of the New York Legislature : 

Earnings: 
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Gross earnings at the rate of $19,323 per mile. The expenses 
were 674 per cent. of gross earnings. 

—The earnings of the Kansas Pacific Railway for the first 
week in April were : from passengers, $37,002.00; freight, 
522.46 ; mails, $2,055.31; total, $102,579.77. Of this amoun 
$3,589.52 was for transportation of troops, mails aud govern- 
ment freight. 

—The earnings of the St. Louis & Southeastern Railway (con- 
solidated) for the mouth of March were $114,422.60, or $328 per 
mile. 

—The earnings of the St. Louis & Southeastern Railway (con- | 
solidated) for the first weck of April were : St. Louis Division, | 
$13,707.37 ; Nashville Division, $9,850.10 ; total, $23,557.47. 

—The earnings of the South Carolina Railroad for the year | 
1872 were as follows ; 

Gross earnings ($5,766 per mile)............. cecceeccces $1,401, 
Expenses (6134 per ceni. of earnings)..........c0.ceeseee 5) 


Net earnings ($2,243 per mile) 
Interest account 





Surplus 


$137,381 00 
As compared with the previous year this shows an increase 
in gross earnings of $56,551.32, or 4} per cent., a decrease in | 


expenses of $23.753.02, or 27 per ceut., and an increase in net 
earnings of $80,314.34, or 17} per cent. 


—The earnings of the St. Louis & Southeastern Railway (con- 


solidated) for the second week in April were $23,778.42, The 
earnings of the St. Louis Division for the week were: 1873, | 
| 


$12,795.37; 1872, $10,105.44; increase, $2,639.93, or 26§ per 
cent. 

*—The earnings of the Great Western Railway of Canada fo 
the week ending April 4 were: 1873, £26,912; 1872, £24,016 
increase, £2,896, or 127; per cent. 


r 
>| 
—The earnings of the Erie Railway for the week ending | 
April 15 were : 1873, $393,850; 1872, $413,023; decrease, $19,173 
or 4§ per cent. 


>| 











OLD AND NEW ROADS. 





The Hoosac Tunnel Route. 

A majority of the Massachusetts Legislative Committee on 
Railroads have reported a bill for the consolidation of the Bos- 
ton & Lowell, the Fitchburg, the Vermont & Massachusetts, the 
Troy & Greenfield and the Troy & Boston railroads, including | 
the Hoosac Tunnel, the consolidated roads to be known as the | 
Boston & Northwestern Railroad Company. A minority report 
proposes to incorporate a State board of trustees ot the Troy 
& Greenfield Railroad and the Hoosac Tunnel, witi: power to | 
make a perpetual lease of the other roads forming the line be- | 
tween Buston & Troy. 


Washington City, Virginia Midland & Great Southern. 

It is said that this company has discontinued the use of the | 
Alexandria & Washington track, which it has used for several | 
years, and will hereafter make its connections with the Balti- 
more & Ohio by steam ferryboats on the Potomac, from Alex- 
andria to Washington. | 
Wisconsin Central. 

An officer of this company kindly corrects a statement con- 
cerning this road made in our columns last weck, on the 
strength of articles in Wisconsin papers. Our correspondent 
writes: ‘There were originally two roads, one beginning at | 
Lake Winnebago and the other at Portage, which united at | 
Stevens Point and thence ran north on the same line. These | 
roads consolidated, and were then entitled to take their lands 
as any twenty miles should be built.” He also sends us the 
following correct statement; cut from a Boston paper. 

“The Wisconsin Central Railroad, which is mostly owned in 
Massachusetts, has had a decision of some importance to its 
security-holders rendered inits favor. Oue of the provisions in 
the land grant to the company is that the patent shall be is- | 
sued to the company upon the presentation to the department 
at Washington of the certificate of the Governor of the State as | 
each twenty miles is completed. When the first twenty miles | 
were completed, the Governor gave his certificate as 
required, but scnt in an_ opinion that the company 
would be entitled to only one-half of its lands until they finished 
a line from Portage City to Stevens Point. An effort was made 
to obtain a biil from the Legislature at the last session, which 
would require the Governor to give a clean certificate for lands 
as the road progressed from Stevens Point; but owing to the | 
interference of local interests and opposing railroads, the bill | 
was defeated. The question has now been referred by tiie 
Land Department to the Attorney General at Washington, who 
has decided that the Wisconsin Central Railroad Company is | 
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entitled to its lands as it proceeds from Stevens Point, without 
being first obliged to build the Portage line. This puts an end 
to further discussion, and establishes the claims of the railroad 
company.” 

Wasatch & Jordan Valley. 

The track is laid from Sandy Station on the Utah Southern 
to Granite, six and one-half miles. ‘The work on this section is 
very heavy. The Salt Lake Zribune says that the heaviest 
grade is 560 feet to the mile and the lightest 100 feet. A loco- 
motive, baggage car and 10 flat cars have been received. 
Summit County. 

The track on this Utah road is laid from Echo, on the Union 
Pacific, southeast to Coalville, six miles, and construction 
trains are rnuning. 

Bingham Canon. 

Ten miles of grading are completed on this Utah road and 
the contract is let for the grading as far as Bingham City. 
Salt Lake City, Sevier Valley & Pioche. 

The contracts fora section of 17 miles between Salt Lake 
and Stockton, Utah, have been let and seven miles of grading 
1s completed. Gronad was broken at Salt Lake, on the north- 
ern cnd of the read, April 14. 

Jackson, Lansing & Sacinaw. 
A new passenger depot, 90 by 35 feet, and a freight house, 200 


| by 40 feet, are to be built at Saginaw City, Mich., this season. 


Anderson, Lebanon & St. Louis. 

Ground was broken for this road at Anderson, Ind., April 14. 
La Crosse Bridge. 

La Crosse, Wis., has voted $150,000 in bonds to aid in the 
construction of a bridge across the Mississippi ou the site se- 
lected by the Government engineers, 


Mankato & Wells. 


The city of Mankato, Minn., has re-voted the bonus of $70,000 
to this road, which had lapsed. Wells has voted $14,500 and 
Mapleton $12,500 to the road. 


New Mail Route. 


Mail service has been ordered on the Junction City & Fort 
Kearney Railroad from Junction City to Clay Center, 34 miles, 
to commence April 16. 


Davenport & St. Paul. 
Tue President of this company has stated that work will be 
resumed as soon as the weather will permit. 
The town of York, Minn., has voted $8,000 to this company. 
Milwaukee & St. Paul. 
va papers state that the Iowa & Dakota Division will not 
tended beyond Algona this year, owing to the general 
incss of trade and the unfavorable feeling toward railroad 
companies. 








| Selma, Marion & Memphis. 


Eiforts are being made to raise by private subscription in 
Memphis the amount necessary to build thesection from Mem- 
phis to Holly Springs, Miss., a distance of 45 miles. Work on 
the road has been suspended for some time on account of want 
of money. 


| Boston & Albany. 


The contract for the new bridge over the Connecticut River 


| at Springtield, Mass, has been awarded to Thomas Leighton, of 


Rochester, N. ¥., for $242,000. 
Bangor & Piscataquis. 

Negotiations are pending for the lease of this road to the 
European & North American Railroad Company. The road 
extends from Oldtown, Me., on the European & North Ameri- 


can road, 125 miles north of Bangor, west to Guilford, 48} 
miles. 


| Worcester & Ware. 


A railroad is proposed to ran from Worcester, Mass., west 
through North Brookfield and Hardwick to Ware, there to con- 
nect with the Massachusetts Central. This line wou!d be about 
21 miles long and would make part of a line from Worcester to 
the Hoosac Tunnel. 

Lexington & Big Sandy. 

Southern papers report that the contract for the construction 
of this road from Monnt Sterling, Ky., to the mouth of the Big 
Sandy, a distance ot 88 miles, has been awarded to C. R. Mason, 
E. McMahon and T. K. Menifee, of Virginia. 

Chicago & Alton. 

Tho contract for the sub-structure of the bridge over the 
Mississippi at Louisiana, Mo., has been awarded to Reynolds & 
Sauispaugh, of Rock Island, Lll., the work to be done this sea- 
son. Tue amount of the contract will be about $250,000. 


New York & Delaware. 
This company, organized under the general law, filed its 


| articles of association with the Secretary of State at Trenton, 


N.J., April 19. The roadis to run from New Brunswick toa 
point on the Hudson River in the town of Weehawken, a dis- 
tance of 32 miles. The capital stock is to be $325,000. 
National. 

The National Railway Company of New Jersey filod its arti- 
cles of association with the Secretary of State of New Jersey, 
Aprili7. The articies are stated to be supplementary to those 
of the New York & Philadelphia Railroad Company, filed last 
week. 

Wilmington & Reading. 

The Rea ing (Pa.) Eagle, of April 15, says: ‘‘ This company 
last week disposed of the balance of their second-mortgage 
bonds, amounting to about $600,000, and it is now determined 
by this company to finish their road to Reading as soon as pos- 
sible. The bonds were put on the market at 85 and accrued in- 
terest.” 

Berks County. 


The balance of this road, from Lenhartsville, Pa., to Slating- 


; ton, on the Lehigh Valley road, about 20 miles, was put under 


contract April 15. 
1874. 

The Philadelphia & Reading Company has filed an applica- 
tion in the Court of Common Pleas for an injunction to restrain 
this company from laying its tracks in Front and Canal streets, 
in the city of Reading. The case was to have been argued 


The work is to be completed by January 1, 


Chicago, Olinton & Dubuque. 

The Davenport (Ia.) Gazeile says that the extension from 
Clinton to Davenport and Burlington, for which surveys were 
made last vear, will not be built at present. The reason as- 
signed is that the capitalists who were expected to furnish the 
necessary means declines to advance any money until the rail- 


| road question in Iowa is settled. 


| Sheboygan & Fond du Lac, 


The Milwaukee (Wis.) Sentinel says: “Six years ago, the 
county of Fond du Lac voted $90,000 in bonds to this company. 
The southern part of the county repudiated the bonds and a 
pealed to the Supreme Court, which decided against the valid- 
ity of the bonds. After several years of litigation, a decision 
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has just been rendered in the United: States Supreme Court, 
declaring the bonds valid. The total amount of the bonds, costs 
and interest will reach $150,000.” 


Texas & Pacific, 

A telegram from San Francisco, dated the 20th, said that 
work was to be begun on this road at San Diego on the follow- 
ing (last) Tuesday. 


Baltimore & Ohio. 


At the monthly meeting of the board of directors, held in Bal- 
timore, April 9, a dividend of 5 per cent. on the Main Stem and 
5 per cent. on the Washington Branch, from the earnings for 
the six months ending March 31, was declared, payable ou and 
after May 1. 


Medford & Haddonfield. 


Surveys are being made for a railroad from Medford, N. J., 
west to Haddonfieldon the Camden & Atlantic road, a distance 
of about 12 miles. 


Ohicago, Lombard & Southwestern. 
This company proposes building a railroad from the coal 
fields of Will and Grundy counties northeast to Lombard, on 


the Galena Division of the Chicago & Northwestern, 23 miles 
from Chicago. 


Ohesapeake & Ohio. 


It is reported that this company has subscribed $200,000 
towards the construction of a new bridge over the Ohio at 
Louisville. 


St. Louis & Florissant. 


This narrow-gauge suburban road is to be put under contract 
at once, the suits about the right of way having been settled. 
Meetings. 

The annual meeting and election of directors of the Central 
Railroad Company of New Jersey will be held at the office of the 
company in Jersey City, May 9, between 12 and 2 o'clock. The 
transfer books will be closed from April 18 to May 12. 

The Colorado Central holds its annual meeting at Golden, 
Colorado, May 12, at 2 p. m. 

The Long Island meets to choose thirteen directors at Hun- 
ter’s Point, L. IL, May 22. 

The Alabama Central elects directors at Selma, Ala., May 1. 
Indianapolis Union. 

A company has been organized in Indianapolis, Ind., for the 
purpose of building a circular or belt railroad around that city, 
intersecting all the roads entering the city. The object of this 
is to enable the roads to transiler cars without bringing them 
through the city, thus relieving the transfer tracks in the city 
from a very large burden of traffic. The capital stock is fixed 
at $1,000,000, and H.C. Lord, late President of the Indianapo- 
lis, Cincinnati & Lafayette Company, has been elected Presi- 
dent, and J. H. Farquhar, President of the Meridian National 
Bank, Secretary and Treasurer. 

South Carolina. 

At the annual meeting of this company at Charleston, S. C., 
April 9, a letter from General Conner, Counsel of the company, 
was read, explaining the effect of the recent decision in the 
Supreme Court of the United States in reference to the liability 
of the road for taxation. The letter states that by the decree 
in question : 

1. All the property of the company at Columbia and tho 
road from Branchville to Columbia, and from Kingville to Co- 
lumbia, are forever exempt from taxation. rs 

2. All the road from Branchville to Hamburg is liable to 
taxation. 

8. With regard to the road from Charleston to Branctiville, 
and the property at Charleston, the decision of the Circuit 
Court has been modified, and the case has been remanded to 
the Circuit Court, to take proceedings to ascertain and deter- 
mine what portion of the property of the company is apportion- 
able and applicable to the line of road from Branchviile to Co- 
lumbia onl Camden, such portion to be exempt from taxation, 
and the residue liable. 


Oshkosh & Mississippi. 

The directors of this company have made a proposition to 
the city of Oshkosh, Wis. The proposition is that the city of 
Oshkosh shall issue its bonds for $159,000, payable after 1874 
1n annual installments of $15,000; $70,000 of the bonds are to 
be delivered to the company when the road is completed and 
in running order to the Wisconsiu Central ; $50.000 when com- 
pleted to a point within oue mile of tha Green Bay & Lake Pe- 
pin road, and the remaining $30,000 when the road is 
completed 16 miles beyond the crossing, which will be in the 
neighborhood of New London or Northport. The city is to 
have in returo $150,000 in stock of the company. 


Oregon & Oali fornia. 

The San Francisco Bulletin, comnenting on statements 
which have been made coucerning this company, saya: ‘* Tae 
bonds netted to the company 55 per caat. iustext of 7) per 
cent.—the result of the sale of $10,959,009 of bouds being $5,- 
450,000 in money. This amount of money suffize] to build and 
equip 200 miles of railroad. [tis not pyssible to operate such 
a road in a sparsely settled country like Oregon so as to make 
the earnings pay over $390,000 of interest per annum—vbout 15 
per cent. on the amount the bonds cost the holders—though, 
considering the value of the land grant, the whole property 
may, develop so as to ultimately be good security for the 

onds.” 


Great Western. 


This company advertises for proposals for the grading, 
bridging, etc., for the second track from Windsor, Oat., to 
Glencoe, the junction of the new Air Line. The distance is 73 
miles. Plans will be ready for exhibition at the olfice of the 
Chief Engineer, Mr. Johan Kenuedy, at Hamilton, Oat., April 
26. Proposals must be in the hands of the Treasurer, Mr. Jo- 
seph Price, at Hamilton, by 10 o’clock on Monday, May 12. 
North Pacific Ooast. 


Ground was broken for this road at Saucelito, Cal., on San 
Francisco Bay, April12. This is the southern terminus of the 
road. Work has been going on for some litiie time on several 
sections of the line. 


Boston, Hartford & Erie. 

The Berdell bondholders of this company met in Boston c& 
the 17th and organized under the name of ‘ New York & New 
England Railroad Company,” with a capital stock of $20,000,000 
in shares of $100. Ten shares of stock are to be exchenged for 
each bond. The company has fifteen directors to be chosen on 
the first Tuesday of December of each year. The amouni of 
bonds represented was $5,688,000, the total amount being 
$15,000,000. The company is liable, we believe, for $8,600,000 
more of bonds, The capital stock, which disappears under the 
reorganization, amounted to $25,000,000. J ifteen directors 
(whose names are given under the head af “‘ Elections and Ap- 
pointments”) were chosen at the mecting for reorganization, 
including three directors of the Erie Company. 

The company’s road consists of a line trom Boston to Wil- 
limantic, Conn., 864 miles; the Woonsocket Division, from 
Brookline, Mass., to Woonsocket, R. I., 333 miles; and the 
Southbridge Branch, from East ‘Thompson, Conn., to South- 
bridge, Mass., 174 miles, a total of 187} miles. Of the main line, 
26 miles, from Dedham to Blackstone, Mass., was formerly the 
Norfolk County Railroad and was operated under a temporary 


lease, the Boston, Hartford & Erie Company having the privi- | miles, and two sections of it are in operation, one from Opelika 
lego of becoming absolute owvers of the road by settling the | north to Buffalo Wallow, 22 miles, and a short section of fiye 
bonded debt. The Norwich & Worcester road, from Allyn’s | and one-half miles from Attala, on the Alabema & Chattanooga 
Point, Conn., to Worcester, Mass., 66} miles, has been operated | road, west toGadsden. Considerable grading, we believe, has 
under a lease for 100 yeara, the lessees paying 10 per cent. on | been done on the northern end of the line, between Attala and 
the stock = ee = the — —_- There ‘~ also an | Guntersville. , 
agreement for the purchase or Jease of the Hartford, Providence ‘ ‘ 
& Fishkill road, from Providence, R. I., to Waterbury, Conn., Bangor & Oalais Shore Lins. 
123 miles. Pe a — rand bl pa ~ 4 of Bangor refused, on the 
Letlsiens Bei dge Seem. 7. Ans ake $ a of stock in this proposed railroad 

A company with a capital of $500,003 has been organized to elland Canal. a 
— a bridge over the Mississippi at Louisiana, Mo. The| This canal was opened for navigation on the 2ist. 
directors are H. V. P. Block, Thos. J. C. Fagg, P. Draper, J. } 
B. Carstarphen and D. P. Dryer, all of Pike Goanty, Mo’ >” | Ait Brakes by Law. 


: . A telegram from Lansing, dated the 16th, says that the lower 
Oil Producers’, House of the Michigan Legislature “ almost unanimously passed 
At the annual meeting of this company, held at Titusville, | the House bill to compel the railroads of Michigan to use the 
Pa., April 14, it was resolved to postpone the letting of we air brake on passenger trains.” 
contract until money could be obtained on eagier terms than j ; ; ; j 
at present. The board of directors is to decide on the most Railroad Legislation ip Ohio. 


favorable time. The company is to construct the Pennsylvania | ¢ 1 4¢ Ohio Legislature on the 14th completed the passage of 


7 ‘ ’ . 3 following acts: Bill to compel the secretaries of railroads and 
end a the Buffalo & Jamestown road. pease a companies to report to the Commissioner of Railroads 
Springfield & Northwestern. and Te 


r egraphs within thirty days after the election of officers ; 
A contract has been made for the completion of this road | bill to punish with imprisonment in the penitentiary the forg- 
from Petersburg, Ill., to Springfield, about 18 miles. The road | ry of railroad tickets or checks, and the use or sale of can- 
ia to be finishedin three months, Arrangements have been | Célled tickets or checks; blll to require a two-thirds vote of 
made with the Peoria Po ge ey Company by which the road the stockholders of a railroad to ratify a lease thereof. 
from. Athens to Springfield, ab:ut 12 miles, will be used b : 

i deka , ¥ | Milwaukee & St. Paul. 


; The laud grant voted i i i 
Memphis & Oharleston. Legislature ‘S be valid. can porytnen op A Aa A a 
Tie Memphis (Tenn.) Avalancheof April19 says that Mr.| the date the bill was approved (March 17), and the Governor 
R. T. Wilson of New York, has agreed to place the new income | is to be judge of the security offered by the company. If it 
bonds of the company at 85, on certain conditions, which have | fails to accept or give proper security within thé prescribed 
been accepted by the company. In the first place the maturity | time, then the company which shall first accept shall be enti- 
ot the bonds, originally tixed at one to ten vears, is to be | tled tothe grant. The lines to be constructed are thus de- 
changed to six months to five years, and secondly the Trustee | scribed by the St. Paul Press : 
is to be vested with more power, looking to the security of the “The act provides for the construction of three, or rather 
holders of the bonds. By the terms of the lease of the road to | four, railroads—counting the branch of the St. Croix & Lake 
the Southern Security Comyany, the Memphis & Charleston | Superior as one. 
tailroad Company 1s empowered, in the event of default of “1, The first of these is to run from a point at or neanPres- 
payment of rental, tofdispos-e:s the lessees within ninety days | cott, via River Falls, to Hudson, and ene up the Willow 
after such defanit. It is stipulated that the Trustee shall have | River valley to the west end of Lake Superior and to Bayfieid. 
ae. Se — arraugemeut the ged of —- ging oo a main linc from Hudson to Bayfield, with a 
Wi 12 ©69$600,000, hearing 10 per cent interest. ranch to Superior, or vice versa. 
this amount $59,000 at each date will become due “2. The third railroad is from a point below the mouth of 
September 15, 1873, March 15, 1874, and September 15, 1874; | Chippewa River to Eau Claire, Chippewa Falls and Menominee. 
$35.009, March 15 and September 15. 1875; $60,000, March 15, | This also involves a branch from the main line to Menomince. 
1876 ; $65,000, September 15, 1876; $70.000, March 15 and Sep- ‘“*3. The fourth is from Monroe, in Green County, to Shulls- 
tember 15, 1877; and the balance, $75,000, march 15, 1878. | burg. in Lafayette County. 
The proceeds are to be used to pay off the floating debt and to ‘The company is required to construct 60 miles of the first- 
provide for notes which have lately been protested. The rental | named road and branch this year, and 40 miles each year there- 
of the road, which, with its frauchise, is the basis of security | after till completed. 
for the above bonds, is 3 per cent. annually for the next four “The Chippewa Valley 1:0ad, probably 80 or 90 miles long, is 
years from July 1, 1873, and 6 per cent. per annum thereafter, | required to be completed within two years, and a small portion 
on the capitai stock, which is 5.250,000 or thereabouts, The | of it this year. 
amount of rental, therefore, against the bonds and interest as “The Monroe & Shullsburg road, about 45 or 50 miles long, 
above, will by the time of the last maturity amount to $945,000, | must also be completed in two years. 
receivable semi-annually. “The grant, it will be seen, is loaded down with all it will 
Mackinaw & Marquette. poms Shag hed ten section grant it is probably fully ade- 
The Michigan Legislature has passed an act appropriating ‘ 
ten sections of State swamp lands per mile for the construction Maintaining Rates—The New Tariff Westward. 
“ a railroad from the Straits of & ackinaw to Marquette Har-| 4 railroad agent answering inquiries of the Chicago Tribune 
bor on Lake Superior. The lands are to be taken from those | concerning the new rates westward, thus forcibly utters some 
in the counties of Mackinaw, Chippewa, Schoolcraft and Mar- | wejj-established truths on this subject and some others : 
donstract the red bp Deteraber 1. 1676, a case two er moore | exec rote Sak OOM Hence agree to, thin: A weffurm text, 
: -tahig ae aa ° » : ; Px en ‘rates are busted,’ and then age ) “ 
companies offer to build the road, the grant is to be given to | jy and eagerly strive to sce which will oak yp yet, fee | 
the company which will do the work for the least number of | Jose the most money, until all parties interested get tired of it 
acres. The company aecepting the grant must give bonds for | when a meeting of the representatives of the rival lines is calle 
the performance of the conditions. The length of the road will | (generally by the party who ‘ bust the rates,’ and is the sickest, 
be about 150 miles. because least able to carry on the war), and this meetin 
New Jersey Southern. organizes, after which two resolutions are gencrally passed 
This company is said to have nearly completed, for the route unanimously. » the substance of which is : 
between New York and Sandy Hook, a large steam ferry-boat, | {* ¥irst—Resolved. That we have been a set of cussed fools. 
340 feet long and 87 feet wide, which will carry 33 loaded cars. h aniicce — By Aad, -. ER 3 
os ea : * * * vwew av e ae, re en, be virtr c 
rang dhar my as sg 24 cars, is to be built to ran | j7+ try to :uin our rivals, in which vain attemvts we fiud we have 
| 18) C y Se ‘ suffer d ully as mach as those we essayed to injure. 
Itis now said that the Maryland & Delaware road, which “) vive j ae 
runs from Clayton, Del. (on the Delaware Railroad), southwest —* at on Na ere pag that, although west-bound rates are 
44 miles to Easton, Md., is to be included in the consolidation | ™&te1ia nee uced (taking effect in New York last Monday 
of this company with certain Delaware roads. The road will Sheek on efore breakfast’), this reduction was not brought 
be extended to deep water beyond Easton anda ferry estab- | *0ut by any pressure on the part of the mercantile or shipping 





lished from its terminus to Norfolk, Va. * community, but was a matter of mutual agreement between 
ee the severai roads and lines, and, therefore, does not augur any- 
Mansfield, Coldwater & Lake Michigan. thing like a grand smash of rates. I believe they will be as 


An injenction was served on the Pennsylvania Company | firmly maintained as the former rates have been. 
operating this road, at Tiffin, O., restraining the company | ‘As to whether they are paying or non-paying rates, I will 
from laying the tracks of the road through the town. The in- | Say they can only be regarded as remunerative by comparison. 
junction was obatined at the instance of the Baltimore & Ohio | It costs less to do business in warm than in cold weather. If 
Company, on the ground that the new road had encroached | cats canjmake three round trips between Chicago and New 
upon its rightof way. An attempt was made on the night of | York in 80 days, carrying loads both ways, at present tariff the 
April 17 to carry the work through under cover of darkness, | Pay is better than it has been during the wiuter at a higher 
but the prompt service of legal process prevented it. oo, Saree cars by = — —— a — New York 
1ave in numerous instances been 30 days making the trip one 
Alabama & Chattanooga. : way between the two cities. . 
The bill to ratify the sale of this road has passed both houses “Whether or not the roads made any money during the last 
of the Alabama Legislature aud needs only the signature of the | winter, when the elements were unfavorabie, is a question 
Governor to become law. ie I presume any ‘Faamers’ Convention’ would ogo | 
itself more competent to decide than the officers of the roa 
Ryrcuse & Ghenenge Veter. . most interested.” 
The Utica (N. Y.) Herald, of April 22, says that petitions have 


been filed in the United States District Court to adjudge this | Qleveland, Columbus, Cincinnati & Indianapolis. 
—w a bankrupt. , The statements of both sides, iu the suit for an injunction 
Ohicago, Dubuque & Minnesota, 


against the lease of this road to the Atlantic & Great Western, 
Arrangements have been made for through trains from Du- | #e summarized as follows in a telegram trom Cleveland dated 
bnque, Ia., to St. Paul, over this road and the Milwaukee & st. | the 17th: = ie 
Paul. ‘* The following is the affidavit of Amasa Stone, Jr., of Cleve- 
: land, in the recent injunction case against the Cleveland, Co- 
Central Pacific. . lumbus, Cincinnati & Indianapolis Railway Company. Mr. 
The Yolo (Cal.) Mail says that engineers in the employ of | Stone, after stating that he has been intimately conuected with 
this company are making surveys for a railroad up the west | the Cleveland road since its: building in the capacity of con- 
side of the Sacramento Valley, from Woodland to Tehama and | tractor, Superintendent, director and President, says: ‘A ma- 
Red Bluff. Such a road would be nearly parallel to the Cali- | jority of the through business of said Cleveland, Columbus 
fornia & Oregon, which runs up the east side of the Sacra- | Cincinnati & Indianapolis Railway Company comes from, au 
mento. — ~ sources —— a be reached — oo Sines . 
: reat Western road, and, in my opinion, could not be retaine 
Toternational & Great Northern. ' by said Atlantic & Great Western road, resulting in a diminu- 
ihe section lately completed aud opened is from Troupe, | tion of the net earnings of said Cleveland, Columbus, Cincin- 
Texas, (which _is on the International 46 miles northeast of | nati & Indianapolis road to 60 per cent. ot what they now are, 
Palestine) the junction of the two roads, to Tyler, a distance of 


ul . t . even admitting the solvency aud good management on the part 

about 18 miles. Some track has been laid north of Tyler and | of said Atlantic & Great Western Railroad Company. That the 

construction trains are running beyond that point. Atlantic & Great Westera Railroad Company is utterly insol- 
— Fi 1 t ti y for rthing 

East Alabama & (incinnati. vent, and has not the capacity for anything more than the 


J d 3 . payment of its running expenses, its rents for leased lines, and 
This Alabama railroad is to be sold at auction at the Artesian | the fulfillment of its contracts with the United States Rolling 
Basiu, in Montgomery, Ala., at ‘noon on May 1, to satisfy the | Stock Company for the use of rolling stock rented of said com- 
mortgage made to Henry Clews and William H. Barnes, July 1, | pany by the Atlantic & Great Western Railroad Company for 
1870, subject to the lien of the State of Alabama on its indorse- | use upon its road and for which said road is paying rent to said 
ments of its first-mortgage bonds, and to the lien of the holders | United States Rolling Stock Company at rates which amount to 
of these indorsed bonds, amounting to $400,000, and to the | more than 30 per cent. per anvum of the cost of such rolling 
further lien of the holders of the unindorsed tirst-mortgage | stock, and in addition is bound to maintain said rolling stock 
bonds, amounting to $3,500. in perfect order and repair. That after its running expenses 
The line is described in_the announcement of the saie as an rents, etc., as aforesaid, by said Atlantic & Great Western 
“all the continuous railroad of said company from its terminus | Company, its own debt, which amounts to over $60,000,000, 
at Eufala, in the State of Alabama, to tts terminus at Gunters- | and bearing an interest of over $4,009,000 annually, payable io 
ville, in the State of Alabama.” ; most part semi-annually, and in gold, would be left wholly un- 
The road is intended torun from Eufala to Guntersville, 220 | provided for. That,in my judgment, no provision gould be 
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made in a lease from the Cleveland, Columbus, Cincinnati & 
Indianapolis Company to the Atlantic & Great Western Com- 
pany, and no security given, which would protect the minvrity 
shareholders in the interest they would have by way of rever- 
sion and restoration of their property, for the reasons that, 
when commerce is once diverted and other permanent channels 
provided, the original line has lost it forever. That the Atlan- 
tic & Great Western Company and. its managers have, from 
their organization, shown an utter incapacity for managing 
raiiroad property; that its owners are almost entirely foreign- 
er:, with no common interest or sympathies with the people 
upon the ‘line of its road; and that stock speculating 
seems to be their calling and business, and not 
the running of railroads in any proper or legiti- 
mate way, or in accordance with public policy, and their 
duty as agents m charge of a corporate trust, and which re- 
sults in the general demoralization of the employees of the 
company. In my judgment. the $5,000,000 of new stock pro- 

osed to be issued by the Cleveland, Columbus, Cincinnati & 

ndianapolis Company in case of the lease of the road to the 
Atlantic & Great Western Company is perfected, and the 
money arising from the sale of such stock is not needed to de- 
velop the property or promote tho interests of the Cleveland, 
Columbus, Cincinnati k Indianapolis road, and hence it is to 
be reasonably inferred that it would be used for the benefit of 
the lessees. In my judgment, the property of the Cleveland, 
Columbus, Cincinnati & Indianapolis road, if leased to the At- 
lantic & Great Western Company, will, within five years be di- 
minished to one-half its present value.” 

“S$. L. M Barlow, as attorney for the directors of the Cleve- 
land, Columbus, Cincinnati & Indianapolis Railway, has fileda 
rejoinder in the United States Circuit Court, in reply to the 
complaint of the stockholders of said road. Mr. Barlow says 
that, as attorney and proxy, he represents a large number of 
the shares of the Cleveland, Columbus, Cincinnati & Indian- 
apolis Railway. At the recent election of the board he voted upon 
nearly $4,000,000 of said stock, which was owned by persons 
having no interest in the Atlantic & Great Western Railroad. 
He further states that it is not desired or proposed that any 
arrangement shall be made between the two companies which is 
not mutually advantageous and beneficial, or which will in any 
manner affect or impair any existing contract or arrangement 
now legally binding upon the Cleveland road. He denies the 
allegation in the bill of complaint as to the insolvency of the 
Atlantic & Great Western Railroad, and says he has been in- 
formed that alease of the Cleveland, Columbus, Cincinnati & 
Indianapolis Railway similar to the one proposed by the Atlantic 
& Great Western has been in contemplation for many years by 
the Lake Shore & Michigan Southern Railway, and he believes 
this suit is begun, partly or wholly at the expense of the Lake 
Shore Company, to defeat an honest administration of affairs 
of the Cleveland Company by its own stockholders. He fur- 
ther says that the proposed increase of the capital stock of the 
Cleveland Company is necessary for additions and improve- 
mente to said road, and that no part of it is to be used in the 
interest of the Atlantic & Great Western Company.” 

As we have announced heretofore, injunctions were granted 
by both the United States Circuit Court, and by the Court of 
Common Pleas of the county in which Cleveland is situated, 
forbidding the meeting for ratification of the lease which was 
to be held on the 16th. These injunctions were doubtless tem- 
porary ; but meanwhile the opponents of the lease procured 
the passage of an act by the Ohio Legisiature which prescribes 
that any lease of a railroad shall require the assent of two- 
thirds of the stock of the lessor; that the rental shall be equal 
tc atleast the net earnings for the fiscal year next before the 
lease; that dissenting stockholders shall be entitled to demand 
from the lessee, previous to the consummation of the lease, the 
average market value of their stock for six months next pre- 
ceding the day of the meeting at which the lease is seereres : 
that full security shall be given for the payment of the rental 
and the preservation of the property leased ; and that the lessor 
company, if organized by special charter previous to the present 
constitution, shall forfeit all special privileges contained in its 
charter pa Pro ch - yogon A sas aie 

This probably puts an end to the proposed lease. 

It is Feported that only $6,000,000 of the $15,000,000 of stock 
was represented at the meeting when the directors who made 
the lease were chosen, that $2.000,000 of this was in the hands 
of proxies who voted for the Atlantic & Great Western party, 
po that nearly all of this stock would have voted against the 
confirmation of the lease. It is also said that if the injunction 
had not prevented the holding of the meeting on the 16th, it is 
quite probable that a majority of the stock would have voted 
against the ratification of the lease. 


Allegheny Valley—Eestern Extension. 

The following account of the route and present condition of 
this line (the Pennsylvania low-grade line over the Allegheny 
Mountains) is given in the annual report of the Allegheny Val- 
ley Railroad Company : ; 

“The route selected forthe low-grade road starts from thePhila- 
delphia & Erie road at Driftwood, across the Driftwood Branch 
of the Sinnamahoning at that place, and the Bennett's Branch 
one and a half miles from Driftwood, and follows along the hills 
on the south side of the valley, passing through Caledonia 
Point, 224 miles from Driftwood, by a tunnel 425 feet long, 
crosses the Bennett’s Branch twice on Section 25, and contin- 
ues along the south side of the valley to the summit, on Sec- 
tion 39, where it passes through the hill which forms the divid- 
ing ridge mgr 3 the Susquehanna ard Allegheny rivers, bya 
tunnel 1,950 fect long. 2 

“At this point the elevation of the road-bed is 1,440 feet 
above tide level. % 

“From the summit westward the road follows Sandy Lick 
Creek to Brookville, passing through the point of hill at that 

lace, by a tunnel 780 feet long, and thence continues down Red 
ank Creek to the Junction with the Allegheny River, where 
the line connects with the Allegheny Valley Railroad, a distance 
of 110 miles from Driftwood. There isa tunnel 505 feet long 
at Anthony's Neck, on Section 92, and one 600 feet through 
Long Point on Section 1. a " " . . 

«On December 31, 1872, all the masonry between the summit 
and Allegheny River was completed, except at one bridge east 
of Brookville, which would require about three weeks to finish, 
when the weather should be favorable. East of the summit all 
fonndations are in, and two months in the spring will complete 
the masonry. ; 

“Prom the Allegheny River eastward the graduation was 
practically completed for 35 miles, to ‘ Knapp’s Loop,’ and from 
thence to the summit tunnel, the grading is so far advanced 
that it can be finished in advance of the track-laying. 

© The bridges on this portion of the road are mostly framed 
and raised, and the material for the balance is being delivered 
and framed, for raising as the track advances. ; 

“The track-laying i+ now in progress, about thirty miles be- 
ing already laid from the main line of the Allegheny Valley 
Railroad eastward. . 

“Satisfactory progress has been made upon the Summit 
Tunnel, it being nearly ready for arching ; and that part of the 
work will be done as soon as the track is laid to that point. No 
good building stoue being found in the neighborhood of this 
tunnel, it heeame necessary to procure stone suitable for arch- 
ing at a point some distance west of the summit. Fuily one- 
half of the stone required for the arching of this tunnel is 
quarried, dressed and ready for putting in place as soon as 
transportation can be furnished. : 

“Bast of the Summit there are several heavy points, which 
will not be completed before next fall, 


** There is now a gocd force of 1: borers on the ]ne and the 
work is being pushed as rapidly as pussivie. 

‘The eight: en miles between Benezette and Driftwood has 
been trimmed up and ballasted, the bridge superstructure has 
been erected and the track is now being laid. 

“All rock thorough-cuts and tunnels have been excavated 
for double track, the bridges, arched culverte and masonry are 
al: for double track, and waste material has been go distributed 
along the embankments as to make a considerable portion of 
the Ine suitable for a double track. 

‘* There are on the line of the road 31 truss bridges of vari- 
ous sizes, and a considerable number of arched culverts and 
small bridges, and all the masonry is of the very best descrip- 
tion. 

‘The road is being built in the most substantial manner ; it 
is well ballasted with broken stone; the cross ties used are 
oak, and the iron rails which are being laid are 64 pounds to 
the yard, put together with fish-spliced joints.” 

* ig * * * & * * 

**Your managers think that they will be ready to open that 
portion of your road extending from the mouth of Red Bank to 
New Bethlehem, a distance of 21 miles, by the middle of April. 

‘** They expect to reach Brookville, a further distance of about 
20 miles by the first of June, and the summit tunnel, a further 
distance of 24 miles, by the first of July; and they hope to 
complete the line through to Driftwood, where it connects with 
the Philadelphia & Erie Railroad, by the middie of September 
or the first of October, 1873.” 


Syracuse & Chenango Valley. 

A proposition was lately made to the holders of certificates 
of indebtedness of this company that they carry their certifi- 
cates for another year. This powers was accepted, and 
the holders have transferred their certificates to Mr. Thomas 
Fitch as trustee. Consent was also given to the issue of new 
certificates to the amount of $200,000, of which $50,000 is to be 
used for the purchase of rolling stock and the rest for the com- 
pletion of the road. This will make the total floating debt to 
be provided for during the ensuing year, $550,000, 








ANNUAL REPORTS. 





Northeastern. 


This company owns a railroad from Charleston, S. C., a little 
east of north to Florence, where connection is made with the 
Wilmington, Columbia & Augusta and Cheraw & Darlington 
roads. The length of the road is 102 miles. 

The operations of the road for the year ending February 28, 
1873, were as follows: 





MATOIT ED POUR DAUIONBOTG ances cscs cesvccascctenceces $121,684 73 

NN Nee Seances dgechnbeed a $aabadeias saaiench oes 255 348 41 

BERTIE GUA MIMOF BOBTOES... cc ccces ns shesinaccececesace 18,430 28 
Gross receipts ($3,877 per mile). ................-02- $395,463 02 

Expenses : 

For mai ‘tenance of way.............. cece cee $54.277 52 

Maintenance of motive power............. . +. 85,876 84 

eS LO rarer ree 3:).578 70 

Conducti ¢ transportation........ ......0.0. - 52.514 79 

I co cern eknccascendceseaupest 


12.447 31 
—— 235 695 16 


Net earnings ($1,566 per mile)..............ce.sceee. $159,767 85 


The expenses were 59fper cent. of gross receipts. Include 
in the items for maintenance of motive powerand maintenance 
of cars respectively are $21,932.76 for new locomotives and $13,- 
100 for new cars. As compared with the previous year, there 
is an increase of $90.010.58, or 295 per cent., in gross earnings, 
aw increase of $31,896.16, or 15{ per cent., in expenses, and an 


increase of $58,131.42, or 57} per cent., in net earnings. The 
number of passengers carried during the year was 82,719. Tht 


principal items in the freight traffic were 39,349 bales cotton, 
112,445 barrels naval stores and 4,692,000 feet of lumber. Tre 
total mileage of locomotives for the year was 270,200 at aa av- 
erage cost of 16.95 cents per mile. 

Two locomotives, one passenger, one mail and 11 freight 
cars have been added to the equipment, which now consists of 
14 locomotives, 14 passenger, 5 mail and baggage, 73 box, 54 
platform and 15 gravel cars. A considerable increase of equip- 
ment is needed to carry the business offered to the ruad. The 
road is being laid with heavier rails as renewals are required. 
During the year 275 tous of new 56-pound rails and 27,896 
cross-ties have been putin the track. 

The capital account is as.follows : 
RN oo tutte cea es vaccanks chbeteadanceakiuancmci $899,350 
Pr-ferred stock (8 per cent.)............ 80,500 
First-mortgage bouds (8 percent)...........  -.-.seeces .. 820,000 
Second-mortgage bonds (8 per cent.) $322,000, of which 

$80.500 is not issued, but held as secur.ty for preferred 








Ca dndtibeu:s0s- 464 caacaee senensmdacenadas peer ee Mia 41,500 
Old firet-mortage bonds still outstanding......... 2 8,50 
Olid s:cond-mortgage bonds still outstanding . 3,50) 
Bowie FOr FOR) CRESS... cascecdscccccas aces 7” ns 2x,U00 
Certificates of indebtedness, due January 1, 1875..... 109,028 

Mi i.cctnntraasacees  Gabiakade snare anid seence i + yeemen $2,190,378 


This is at the rate of $21,474 per mile. 
Allegheny Valle. 

This company’s road extends from Pittsburgh, Pa., to Oil 
City, a distance of 132 miles. The earaings and expenses for 


the year ending December 31, 1872, were as follows : 
Earnings from— 


IN os) Sawcennsdacesd pon ekecasetscnGheacsnrpaoke $582,739 14 
Eins aca aeensnencccnntwn dhadiseMnsnchand tAteoksint 1,584,317 20 
NG dade cwa esis asina secmigiiy wie ater take Saniaiees en is 12,000 0) 
NE hl ape diiecan btekekuahiahaans nade bokeahea. sce 22.505 20 
ans bacancnacenceabvetationndeseneee igeeahanp see hone 4,353 67 
MANNION oe occ ssscasac cone sedcecesusens< 33,244 12 
Gross earnings ($16,963 per mile)................. $2,259,159 33 
Expenses for— 
Conducting transportation .......... .......$937.846 53 
UIE adc nicinkocnbiesscacevaadene ooe.. 352 G04 BE 
ef rae 341.622 59 
PRRIMCONUMCS GTCATS...... caccccccecssccccvcs 118.971 13 
MPUTUEMD GEDOWEON. 65. .cccsccscsca .cdscecees 134,430 73 





— 1,278,475 82 
Net earnings ($7,278 per mile) $960,683 51 

The expenses were 57} percent. of gross receipts. The in- 
crease in gross receipts over the previous year was $548,146.84, 
or 293 per cent. 

During the year the Plum Creek Branch was constructed 
from Verona, 10 miles northwest of Pittsburgh, up the valley 
of Plum Creek to the first coal pits. The total length of the 
branch and sidings is 9.3 miles. A large amount of work has 
been done on the main line daring the year. ‘The work done 
includes the completion of a double track, wrought-iron Lin- 
ville truss bridge over the Kiskiminitis, 726 feet in length, being 
a substantial structure, highly creditable to the Keystone 
Bridge Company, which erected bridge and superstructure ; 
the building of a double-track boiler-plate bridge of two spaus 
over Pium Creek ; important repairs upon the bridge crossing 
the Allegheny River at Brady’s Bend; masonry, consisting of 
arched culverts and box culverts ; gradings for depots, sidings 
ete.; the building ang extension of passenger, freight anc 
water stations : the replacing of trestlework with solid embank- 
ment; the erection of turn tables at Clarion Bridge and South 
Oil City ; almost the entire rebuilding of the important bridge 





spanning the Allegheny River at Qil City; the laying down of 


about 11 miles of siding connected with the main line ; the dis- 
tribution and laying down of alarge quantity of new rails, to- 
gether with various otuer miuor improvements found to be 
ni cessary. 

‘Lhe double track, which is to extend from Pittsburgh to Red 
Bank, the junction of the Eastern Extension, or ‘* Low Grade” 
line, has been completed from Pittsburgh to Hulton, 12 miles, 
The remaining distance (52 miles), from Hulton to Red Bank, 
is under contract and will be completed as fast as the means of 
the company will permit. 

Io August last a contract was concluded by which the com- 
pany secured from the Philadelphia & Erie a controlling inter- 
est in the stock of the Oil Creek & Allegheny River Company, 
whose road is now operated by the Allegheny Valley Company, 

Work on the ‘Low Grade” line (an account ot which is given 
elsewhere) is progressing well. 


Cleveland, Oolumbus, Cincinnati & Indianapolis. 

This company owns a line from Cleveland, O., southwest to 
Columbus, 138 miles; a line from Galion (80 miles southwest 
of Cleveland) to Indianapolis, 292 miles, and a branch from 
Delaware, O., to Springfield, 50 miles. It also operates under 
lease the Cincinnati & Springfield road, from Springfield to 
Cincinnati, 80 miles; making a total Jength of 470 miles oper- 
ated. The line from Springtiold to Cincinuati was opened for 
— July 1, 1872, making the average mileage for the year 430 
miles. 

, _ earnings for the year ending Decembar 31, 1872, were as 
OllOWS + 




















Earnings from: ™ 
SS achin0u-s wea honeiebdnetdesenseaserun venir ee. $810.708 64 
Sach ticteincccakncecmabesaec, anmkerensearieatoentee 3,439,999 91 
Express. 76.650 28 
Mails. 76 295 75 
TRUE cctniciebauhnerncnined snuiescsiechombeiieadseeulenien £8,970 75 
Interest and dividends. ............ccccce eccecce cecece 71,4112 93 
I I iin 3.54.5) 065 wedindseasensed enc eensdabeads 36 082 54 
Gross earnings ($10,635 per mile)..........---e-0. 008 $4,573,170 85 
Expens. 8 for: 
Operating road and repairs to equipment. .. $2,208 256 33 
Repairs of track and structures............ 985,338 46 
$3, 193.644 84 
State and national taxes....... ........... 127,934 54 
$3.321,°79 38 
PIG i cccibbiswacanaands dueedeccnMoeusaee $1,251,591 47 
Two dividends, 3% percent. each.........- $1 012 312 +0 
PORONC ON TNNB kinks. ccc isieseass.ases 199,631 28 
-———_ — $1.211,943 28 
———$ 
PELs oct ieniiicnh canada ens vincacsnicemaksaneuecediods $3,648 19 
Sarplus December 31, 1871..............ccceeeees Seceene 27.763 82 
Total surplus December 31, 1872............... anes = $310,4:2 01 


The percentage of operating expenses to gross receipts was 
69:3 ; of operating expeuses and taxes, 72§. The increase in 
giuss earnings over the previous year was $707,094.92, or 184 
per cent. The earnings per mile show an increase in 1872 over 
the previous year of $722, or 73 per cent. 


St. Louis, Kansas Oity & Northern. 


This company was organized as the successor of the North 
Missouri Railroad Company and took possession of its road Feb- 
ruary 6, 1872. ‘The present report coversthe period from Feb- 
ruary 7, 1872, to January 31, 1873. The company owns a line 
from St. Louis west toa junction with the Hannibal & St. Joe 
seph, 9} miles from Kansas City, Mo., 265} wiles, and a line 
from Moberly (146 miles from St. Louis) north to the Lowa line 
at Coatesville, 874 miles, making 353 miles owued. It operates 
under lease the St. Louis & Cedar Rapids road, from Coatesville 
to Oitumwa, Ia., 434 miles ; the Chillicothe & Brunewick road, 
from Brunswick to Chillicothe, 36} miles; the St. Louis, Coun- 
cil Bluffs & Omaha road, from Chillicothe to Pattonburg, 41} 
miles ; the Boone County & Jefferson City road, from Centralia 
t» Columbia, 22 miles, and the St. Louis & St. Joseph road, from 
No: th Lexington to St. Joseph, 76] miles. It also leases the 


use of the Hannibal & St. Joseph track from the junction of 
the two roads to Kansas City, 9} miles, making a tutal of 2283 
miles leased and of 581$ miles operated. 

The earnings and expenses for the period of 11 months and 
21 days embraced in the report were as follows : 

Earnings from— 











EN ipa ci.tebees nes ssae 4sednned dads naedoed ieaweencor $913,836 
PR its. dee Ghd ahSsunasstue a ancbunebbebinie pedabaer bts 1,689 238 
Express 72.663 
il 53 210 
51.823 
Gross earnings ($4,778 per mile)..................00 $2,730,820 
Expended for— 
MESINCSNANCS OF WHY... 5.50 0000 6cscecdesceccvecess cove 
Maintenauce of machinery 
SOMMODORROS OF COIR. 06. cesccscsvesscciesesvdeson’ 
IE NN a:65.5 5 5:05:04100)skpennes 0k 0cs0%0uaen ax 
PORTION GEDOTOOD os. 6 ei0sis.06ss0000006 0000060000 
Ciaims dnd damages........ 
MRE Siccrosocisicecacess 
NE UNIS so ica caccecn wsbacwaes Onbsees’ 
Insurance, jegal expenses, etc 
Expenses (731g per cent of earnings)......... ....... $2.032,681 
Net earnings ($1,285 per mile)................ Sisenetcnmncoe $748,139 
Interest on construction fund .............cccccecceececcce 94 
Dividends, St. Charles Bridge stock............. ccc ceeeees 22,750 
BOOED COTMNO BONN 5 60s iis) s0wccseccen cas o seenesebsopeaaat 100 
Kents (received. $15,0i6; paid. $14.651). 0.0.0... cece eee 365 
Amount reimbursed from construction tund............... 29),000 
1,062,294 
Interest on bonds............00.ceseces + .<eaeeel $42.00° 
Dividend on preferred stock (2 per cent.)........... 210 000 
SN 65.” a dicne ah nkicapacena d's aber’ 79,654 
General expenses ........... K‘eseacnsesees. ps ce Mee 
Rents--St. Charles Bridge. $161,908); Kansas City 
Bridge, $54,523; Booue County & Jefferson City 
roud, $11.750; St. Lonis. Vouocil Biuffe & Omaha, 
$28,20U; St. Louis & Cedar Hapids, $24,996; St. 
Louis & St. Joseph, $32,474......... beak anascus 316,128 ee 
——$1,064,069 
PDS 655s oa dnisccestateinkesea® c ens $1,775 


~ During the year, 428.957 passengers and 517.528 tons of 

freight were carried, Of the passenger business, 35.5 ver cent. 
was through and 64.5 per cent. local, and 43.8 per cent. of the 
freight traffic was through and 56.2 per cent. local. 

The construction of the independent track into Kansas City 
has been delayed by legal proceedings. The shops at Moberly 
are nearly completed. Work on the new depot in St. Louis has 
been suspended by the severity of the winter, During the 
year 2) locomotives, 8 passenger, 2 baggage, 160 box, 150 stock, 
50 platform and 100 coal cars have been added to the equip- 
ment. The present equipment of the road is 88 locomotives, 
30 passenger, 19 bafyase, mail and express, 555 box, 348 stock, 
447 platform, 147 cual, 32 caboose and four tool avd wrecking 
cars. Eight Pallman coaches are hired. Daring the year, 2,630 
tous of new and re-roiled rails and 133,151 new ties have been 
put into the track. 

It is estimated that $1,000,000 will be required for construc- 
tion this year, $450.000 for real estate, track and buildings in 
St. Louis, $125,00) to complete track to Kanaaa City, $40,000 
for grounds and buildings at Kansas City, $10,000 to complete 





shops at Moberly, $4£5,00) for tvols, ete., for those shops and 
$300,000 for new equipment, 


